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The compa-ative statistics of “Acci- 
REDUCTION dents on Prepayment and Other 
IN WASHINGTON Cars at Washington,” published else- 
where in this issue, certainly speak in favor of that type of 
car which offers the foolhardy p:ssenger no hold for board- 
ing when it is in motion, Experience with gateless, open- 
platform prepayment cars has shown clearly that while the 


CAR ACCIDENT 


presence of the conductor on the rear platform is of great 
value, it is not enough to prevent passengers from boarding 
after the starting signal has been given. In fact, the 
dividing rail, stanchion and grab handles are in themselves 
a temptation toward recklessness. The figures furnished 
by the Capital Traction Company are of exceptional in- 
terest because they show the relative degree of merit of 
the old-style car, the open-platform prepayment car and 
the closed-platform prepayment car with folding step. 
The accident cost per 1000 car miles of the first type was 
$1.97, of the second type 53 cents, and of the third type 
only 13 cents. Upon first acquaintance, the car that offers 
no grappling places for the impatient and heedless pas- 
senger may cause a certain amount of annoyance to the 
ever-hurrying American, but, in denial of the proverb, 
familiarity with its numerous merits breeds respect instead 
of contempt. It is satisfactory to learn that at least one 
question of car operation has been settled, although there 
are many others which are pressing for solution. Among 
these latter perhaps the foremost, so far as design is con- 
cerned, is to make the car as easy of access as possible. 
From a mechanical standpoint this seems to be the antithesis 
of the closed-platform-type car. Barriers to keep passen- 
gers from boarding or leaving cars at the wrong time have 
to be removed when the right time arrives, and this change 
offers some impediment, even if slight, to the loading and 
unloading of the car. Nevertheless, we do not believe the 
two desiderata entirely incompatible, and, as the means for 
immunity from platform accidents seems now to be deter- 
mined, inventors may profitably devote their attention to 
the other features in car construction and design in which 
the need for improvements is most apparent. 


After further conference another 
definite proposal for subway exten- 
sion and, financial agreement has 
been made by the Interborough Rapid Transit Company of 
The proposal, in fact, 


THE LATEST 
SUBWAY OFFER 


New York to the public authorities. 
follows closely in form that which was made last summer, 
except that it provides for a preferential rate of return to the 
company of 8.76 per cent on its investment instead of the 
rate of 9 per cent specified in the earlier offer. It is much to 
be desired that final action shall follow the proposition thus 
laid out, The main trouble in the negotiations which have 
been continued so laboriously between the company and the 
city has been that each one was striving for the last point, 
and each was fearful that the other would get a little ad- 
vantage in the trade. Now, it must be evident, even to the 
city authorities, that the Interborough interests, by the use 
of excellent judgment, skill and courage, coupled with ex- 
traordinary good fortune, have turned an undertaking 
which involved many hazards in the beginning into an in- 


vestment of uncommon profitableness. Since this fact is 
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well recognized, it cannot Savclwape ignored in subsequent 
negotiations. The company that was willing, however, to 
undertake the chances of initial investment and has won a 
reward for so doing owes a duty to the city to meet transi! 
needs so far as it can do so without peril to the integrity of 
its capital investment and a good rate of return thereon. 
The city cannot return to the conditions of transportation 
and undeveloped territory which existed prior to the con- 
struction of the subway, nor would the residents in New 
York be willing to do so if they could. The company is 
naturally well pleased with the success of its investment and 
With these facts ad- 


mitted, the wisest course is an agreement, even if it does not 


cannot be expected to sacrifice it. 


include in all its details terms which are perfectly satisfac 
tory to each side. Every day of delay, whether or not it 
brings about concessions from one side or the other, causes 


loss and discomfort to the public which go far to overcome 


the advantages of the possible small concessions gained. 


Subway development and extension are needed much more 
than further concession in terms. 


the 
character of con- 


Those who have noticed sub- 


NEW HAVEN COM- 
MUTER TRAFFIC 


stantial, costly 
struction of the New York, West- 
chester & Boston Railway have reflected upon the possi- 
bilities for the creation of new traffic which this line pos- 
sesses. A somewhat different purpose, however, was in 
reality the motive which, according to President Mellen, of 
the New York, New Haven & Hartford Railroad, led to its 
construction. Mr. Mellen made it clear in his testimony 
before the Public Service Commission this week that it is 
hoped to divert commuter traffic from the New Haven main 
line to the new road. An abstract of the testimony is pub- 
lished elsewhere in this issue. In making this statement, 
Mr. Mellen virtually repeated assertions which he has made 
at previous times that the New Haven company would be 
glad to be rid of its commuter business in the immediate 
vicinity of New York City. The New York commuter 
trafic on this road is saddled with a heavy burden of ex- 
pense exacted by the New York City & Hudson River Rail- 
toad for the use of its Grand Central Terminal facilities. 
No practicable way of eliminating this expense has heen 
suggested, and it therefore appears that there is a definite 
desire on the part of the railway officials to lessen or divert 
some part of the existing travel to and from the Grand 
Central Terminal. So far as the expense of handling the 
commuter business is concerned, it will be realized that dif 
ferent methods of accounting therefor may be adopted 
which will lead to entirely different results and may easily 
shift an apparently profitable business to one apparently 
involving loss. However it may be in this instance, it can 
not be doubted that the physical capacity of a terminal 
located in the heart of a great city is at best extremely 
limited. In spite of the increase in capacity and improve 
ments in operation which electrification makes possible, the 
fear that the facilities of the Grand Central Terminal will 
be overtaxed in the future if some encouragement to leave 
it is not offered is a manifest one. Such encouragement is 
to be offered by the lower rates of fare that will be estal 
lished by the new high-speed line which the New Haven 
company will open shortly in Westchester County. 
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POWER RATES FOR RAILWAY SERVICE 


Making rates is a troublesome matter at best and is 
especially so when they have to be established for electric 
railways which buy power from steam or water-power 
supply companies. Many theories of rate making for gen- 
eral or special purposes have been propounded, but all at- 
tempts to place the rate on a scientific rather than an em- 
pirical basis are likely to lead to trouble. The actual situa- 
tion as respects modifying factors in any supply of elec- 
tricity is both too intricate and too uncertain to permit of 
a rigorous mathematical solution. Even if one could take 
into account all the varying factors which enter into the 
problem, one would still be in error from the fact that all 
these factors vary with time in a manner of which no 
mathematical account can be taken. 

The commonest method of computing general rates for 
electric service is based, in one form or another, on a 
standby charge supposed to cover the full fixed charges in- 
volved in the requirements for supply, plus a working charge 
based on the kilowatts actually delivered. This scheme 
seems fair enough at first thought, and as a first approxi- 
mation it frequently serves a useful purpose, but it is not 
rigorous nor is it really fair to all classes of consumers. 
It neglects or, rather, takes by general average two factors 
in the problem which, generally speaking, are bigger than 
The standby 


charge, whether based on kilowatts installed or on kilowatts 


those actually included in the reckoning. 


of demand under one or another qualification, does no! 
consider the time with reference to the station peak at 
which the supply is required, nor does it reckon with the 
effect upon the investment of the distance of the consumer 
from the station. 

Both of these factors have a very large influence on the 
actual standby capacity and fixed charges which must enter 
into the computation. The first, that of time of service, is 
a very important one in electrical supply, in that it makes 
a great difference in the equipment at the station whether 
the customer's requirement is added to the peak or is con- 
In the 


first case the customer really demands extra capacity re- 


fined wholly or mainly to a period off the peak. 


served substantially for his sole use and reserved at a 
In the 
second case no extra capacity in the plant may have to be 


time, too, when the operating cost may be high. 


provided and the load factor off the peak may be so ma- 
terially raised as to affect advantageously the cost of pro- 
duction. As to the second element, distance from the sta- 
tion, few public service corporations owing their franchises 
to the assent of the people at large dare to suggest a 
raise of rates to customers who chance to be located at 
a distance from the place where a company sees fit to 
erect its station. Undoubtedly in the supply of energy to 
special large customers the distance factor may enter into 
the calculation, but th» application of the zone system to 
charges for electrical supply is not general. Therefore, the 
standby charge in any of its forms must be regarded merely 
as a more or less useful approximation, undertaken simply 
for the purpose of having some general basis on which 
rates can be aligned. It perhaps is more applicable to 
electric railway working than to most other forms of elec- 


tric service, for the reason that railway service extends 
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“cence angeles well past the peak, so that it must 
rS be reckoned with i < 
Consequently, on the a ae aca 

y, ; ; ric railways bear a more 
definite relation in time to the peak service than do the 
users Og electrical energy in general, 

Taking the rates as they run one can reckon the propor- 
tion of the railway peak which is superadded to the general 
peak with a fair degree of certainty from data of already 
operating roads. Electric railways Vary enormously in the 
load factor which they impose and in the magnitude of the 
peak established, but they do not vary greatly as between 
road and road in the time at which the evening peak ap- 
pears. That in the morning, which is always smaller than 
that in the evening, need seldom be taken into serious 
consideration. Hence the problem on large roads becomes 
a very simple one. The supply station will come as near 
as it can to charging what the traffic will bear. endeavoring 
to furnish power at a rate which will be attractive to the 
road and profitable to itself, and since the supply company, 
like the electric road, is in business to earn dividends this 
is a perfectly sound business proposition. 
tions take care of themselves. 


Large proposi- 
Those which are most diffi- 
cult to reckon are the cases in which a road is projected and 
desires to find out whether it can more profitably make its 
own power or take it from an existing station...There is 
no royal road to the determination of the facts in these 
cases. They cannot be settled until the equipment and 
schedules of the road are pretty well determined. 

We call to mind, for instance, one system in a city of 
moderate size where the whole characteristics of the de- 
mand for power depend on the schedules. One can easily 
reckon the general amount of energy, perhaps the average 
taken by each car. But in this instance the lines radiate 
from the center of the city out to surrounding hills, and it 
makes an immense difference whether the schedules are so 
arranged that most of the cars are climbing simultaneously 
at or about the time of peak or whether they take the grades 
on the different branches of the system at slightly different 
times. The schedule, therefore, is fully as important as the 
equipment in determining the probabilities of power supply. 
To get at the facts as rigorously as may be, one must then 
reckon the number of cars, stops requiring subsequent ac- 
celeration and grades for each of the proposed lines, get- 
ting the data as nearly as may be from the known figures 
of motor performance. With these in hand a summation 
curve can be formed if the schedule is known; otherwise 
it cannot. When this summation curve is formed as taken 
from the actual grades, weight and speed of cars of the 
proposed schedules, at least a rough approximation to the 
mean load factor and peak demand can be formed. The 
latter indicates the amount of power which must be pro- 
vided, the former shows the conditions of generation at the 
station. The case is simplified from the fact that in many 
instances special generators are provided to handle the rail- 
way load unless the load happens to be very small with 
relation to the power of the supplying station. This puts 
the investment in apparatus ona fairly definite basis for 
the computation of a standby charge. It also gives the 
mean load factor, somewhat roughly it is true, but well 
enough to permit a reasonable deduction as to the running 


expense. If the company plans to install a battery to 
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steady the load, its effect, both on the peak and running 
conditions, must be roughly estimated and the final result 
used for drawing conclusions. 

Now, what happens after these things have been estimated 
is generally the following: The supply company estimates 
as nearly as may be what would be the cost to the railroad 
of generating power in an independent station. It then 
figures the price at which it can afford to give the same 
service, taking advantage of its existing equipment as far 
as it can. Generally this sum will show a profit at a figure 
a little below that at which it would be possible for the 
railway to generate its own power. The particular form 
of the proposition is rather a matter of indifference. It 
can be averaged on a kw-hour basis, on a_ standby 
charge plus a service charge, or on a maximum demand 
charge reckoned monthly or yearly plus a service charge. 
The crucial point is that all these figures, in whatever forni 
presented, will actually be derived from the same funda- 
mental data and will really represent merely different 
methods of averaging the several factors to reach the same 


result, to wit, what the traffic will reasonably bear. 


THE SOUTH BOSTON POWER STATION 


As our readers are already aware, the Boston Elevated 
Railway is practically the last great system to pass over to 
a.c. distribution for the major part at least of its service. 
For a long time there is little doubt that by pursuing a wait- 
ing policy and skilful handling of its group of allied gen- 
erating stations the company was delivering power to its 
cars at a good deal less cost than many systems that were 
using alternating current. But the time finally came in the 
growth of the Boston equipment when the distribution by 
direct current only at ordinary railway voltage became a 
burden. Not only has the extent of lines steadily increased 
but the amount of traffic has grown in even greater pro- 
portion, so that the time was ripe at last for a change to 
a general distribution by alternating current and the use of 
substations. An interesting feature of this railway system 
was the attempt to meet the exigencies of outlying load by 
means of producer gas engine stations, an experiment 
which, while it was measurably successful, did not furnish 
encouragement for a more extensive use. A comprehen- 
sive scheme of alternating-current distribution was there- 
fore laid out and the station which is the subject of the 
present comment was put into construction and pushed 
rapidly through. It is in design altogether typical of 
modern large stations and is a very complete example of 
the now common type of design and construction, much 
larger than usual and with many refinements in detail for 
which the reader must be referred to the article itself. At 
the start, it is a large station, with its two 15,000-kw turbo- 
generators and boiler equipment sufficient to take care of 
these two units and still a third. The station itself is of 
very large size, even now, and will be when completed one 
of the great stations of the world. 

The turbine room for three units is 235 ft. long, and the 
corresponding boiler room is 160 ft. long. The addition of 
the switching equipment along the full length of the tur- 
bine room brings the aggregate width of the station to’ 164 
ft. Somehow these dimensions, in spite of the great: out- 
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put, do not impress one with the remarkable compactness 
that has generally been associated with the use of vertical 
turbo-generators. A tremendous complexity of auxiliaries 
and the huge area given up to the intricacies of a modern 
switching system have gone far to modify the situation 
with respect to space taken in turbine stations. The great 
output of the single units, of course, secures a remarkable 
degree of compactness so far as these alone are concerned, 
but the rest of the outfit brings the total area in spite of 
all the modern improvements to a considerable figure. It 
will be noticed that the boilers, which are of the vertically 
baffled type, are set at a very much greater height above the 
grates than has been customary in the past. This is some- 
thing which will appeal to everyone who has had experience 
with this type of boiler burning soft coal. The boiler room 
in general is, however, arranged with beautiful compact- 
ness and the coal supply system is very simple and ample. 


The coal storage and conveying system strikes one as 
being particularly admirable. The utmost in the way of 
mechanical facilities are provided for unloading the coal 
barges, which can be tied directly up to the company’s 
wharf, and the area available for the storage of coal will 
accommodate 50,000 tons at the start, while an area to be 
filled in between this storage yard and the wharf will 
double this already large capacity. Provision is made for 
loading trolley cars with coal for transportation to the 
auxiliary stations of the company, and the whole convey- 
ing equipment is of the most complete and efficient char- 
acter. 

_ The turbines themselves, save for their size, present 
no startling peculiarities. They are six-stage, 15,000-kw 
machines, generating current at 6600 volts while running 
at 750 r.p.m. The forced ventilation for these generators 
is drawn directly from the outside air, and the turbines are, 
as is now usual, mounted directly upon the condensers. 
These condensers are worked directly into a tunnel sys- 
tem for the intake and discharge of condensing water 
which runs under the turbine room. These tunnels, with 
a capacity of 225,000 gallons per minute, are large enough 
to take care of the entire plant when increased to-its full 
capacity of 125,000 kw. 
_ The switchboard equipment occupies four stories, the 
station transformers and outlets for feeders being on the 
ground floor, the generator and feeder buses occupying the 
whole second floor, the oil switches the third floor, and 
finally the operating gallery being on the top floor at one 
end of the present station. One interesting feature of the 
equipment is the generation of power at 6600 volts which 
is then stepped up to 13,200 by auto-transformers with a 
tatio of 1:2, This is in accordance with recent ideas in 
generator voltages. 


The Boston station has been put up with exceptional 
speed and is a most admirably and thoroughly finished 
structure in all respects. It has taken a good many years 
to bring the Boston Elevated Railway Company to a point 
where it felt sure that an alternating-current distribution 
would mean a real saving, but, having come to the point 
where action was judged wise, it has certainly been most 
thorough, and the present great station will compare very 
favorably with any power equipment which a traction com- 
pany has yet provided to meet its present and future needs. 
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TIMBER PRESERVATION AND INSPECTION 


Tie and timber preservation has become such a vital 
factor in all railway construction and maintenance, and 
treated timber is being so generally used, that a timely 
warning should be sounded to cover some of the points 
which are often not considered important in connection 
with the use of treated wood. 

The impregnating of any timber with a preservative, 
either by the pressure process or by painting or dipping, 
does not insure the maximum life of the wood unless the 
specifications which govern the chemical constituents of 
the preservative, the methods of its application and the 
kind and quality of the timber to be used receive careful 
attention and are rigidly followed. A number of engineers 
have carefully prepared rigid specifications, but their dili- 
gence ends there. Of equal importance is rigid plant in- 
spection. The markets have been so flooded with orders 
for preserved timber that there has been a tendency, due 
either to ignorance or neglect, to rush the preserving 
process without due regard to the quality of the finished 
product. The impression also seems to prevail among timber 
users that anything on which the preservative is applied 
will last the maximum expected time. For instance, it has 
been found that where companies have specified oak ties 
the creosoting company has supplied a less desirable tim- 
ber, and in many cases the wood was so old and decayed 
that the tie broke when being unloaded from the car. In 
other cases it has been found that the penetration was not 
uniform, owing to insufficient pressure or to the fact that 
too heavy an oil was used and all the coating was near the 
surface. Of course, there are times when the grain is too 
close and the wood too hard for the creosote to penetrate 
properly, but this is the case usually where the timber is 
naturally long-lived. It has been found, for instance, that 
the penetration is not so deep on Southern long-leaf yellow 
pine and hill oak, and there is some question as to whether 
the treatment of these timbers is, all things considered, 
worth the expense. 

When the preservative is applied by the painting or dip- 
ping process, the two methods which the electric railways 
are likely to adopt in case they take up the treatment of 
timber in their own plants, the same care must be taken 
to get the best possible results as in the impregnating proc- 


~ess. The surfaces must be uniformly covered, and where 


the oil is thin the number of coats should be increased. 

The warning we want to convey is that more rigid in- 
spection is necessary to get the best results from any 
method of preservation. This inspection should not be 
trusted to some small-salaried man, inexperienced in the 
inspection of timber, nor to an inspector or engineer in 
whom sufficient authority cannot be vested to act for the 
company when necessary. The commercial plants which 
desire to give satisfactory results will welcome a competent 
inspector, as he will not only make a satisfied purchaser 
but the plants will really benefit, because he is a check on 
careless workmanship and the plants can feel absolutely 
sure that they have complied with the purchaser's require- 
ments. The timber should be inspected at the point of 
origin because it will eliminate a hardship to the plant in 
disposing of culls. The treatment should be inspected at 
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the plant, as this is the only place to correct it and to keep 
an absolute check on the quality of the preservative and 
process used. If the inspection is done at the destination 
it results in a hardship to the treating plant and a delay 
in filling the order, and it is almost impossible to tell any- 
thing about either the quality of the timber or the depth 
of penetration of the preservative. 


MOTOR BUSES IN LONDON 


The recent amalgamation in London between the Under- 
ground Electric Railways Company, Ltd., and the principal 
motor ‘bus lines promises to make an important change in 
the transportation situation in the British metropolis, Lon- 
don differs from practically every other large city in that 
its urban transit facilities have been overbuilt rather than 
underbuilt. The trunk lines, which extend into the city 
from all directions, have always done a large suburban 
business. Deep underground railways cross the central 
portion in every direction and an underground belt line 
encircles the same district and connects the principal rail- 
road stations. Thus there is rapid transit between all por- 
tions of London. In addition there has been a large invest- 
ment in tramways, especially south of the Thames and in 
the west of London. 
been superimposed the omnibus traffic, which was always 


On this transportation system has 


large, even when horse ‘buses were used, but has now 
grown to tremendous proportions owing to the general 
introduction of the motor ‘bus. 

Many American electric railway managers have never 
been able to understand the causes for the extensive devel- 
opment of the omnibus in London. They reason that any 
vehicle which has to be propelled by an independent motor 
over city pavements must cost very much more for power 
and equipment and be subject to a much higher rate of 
depreciation than cars or trains which receive power from 
a central station and run on a fixed track. The real causes 
for the great development of ’bus traffic in London, how- 
ever, lie beyond these considerations and are to be found 
largely in the peculiar local conditions which penalize the 
more economical method of transit on rails. The English 
laws are very strict in regard to track construction in or 
under the streets, and franchises are very expensive to 
obtain, so that the cost of tramway and underground rail- 
way construction is very high. On the other hand, the 
English laws are very liberal as regards the operation of 
omnibuses of all kinds—far more liberal than in America— 
in spite of the wear of the omnibuses on the street paving. 
Undoubtedly, also, the motor ’bus has been greatly im- 
proved mechanically during the last few years and now is 
much more reliable than when it was first put in operation. 
These conditions have produced a sentiment in London, 
expressed by a number of people, that the electric car has 
had its day and that it will give place in the near future to 
the cheaper and more convenient motor omnibus. This, it 
need hardly be said, is not the general opinion. The oppo- 
site view is that the condition in London would not exist if 
each system was subject to the same municipal conditions, 
- or, to speak more plainly, that the motor ontnibus has been 
abnormally developed in London by the system of hothouse 
culture, which has been very expensive in road renewals. 
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Whatever the cause for its rise, the motor ‘bus in London, 
when used in connection with the underground railway 
system, promises a better arrangement of the traffic facili- 
ties. The ‘bus routes will be rearranged so that instead of 
duplicating the underground service they will supplement it. 
A system of combined fares will tempt passengers to use 
the underground system along the main arteries of traffic 
and then be carried to their final destination by ‘bus. This 
plan is certainly the most economical and quickest. The only 
objection is the enforced transfer from ’bus to train or vice 
versa. To avoid this a good many people would prefer to 
take more time in transit. The objection may be mitigated 
by making the physical effort of the transfer easy, and this 
plan will probably be followed by the management of the 
combined system to reduce the chance for competition. 


FORCED COMBUSTION 


The installation at the South Boston power station of 
stokers using an extremely high blast pressure under- 
neath the grates calls attention to the gradual change in 
sentiment regarding forced combustion which has been 
going on during the past few years. As a matter of fact, 
the success of this type of stoker follows naturally from 
the results obtained with forced-draft, hand-fired systems. 
Many devices of the latter type were widely and often suc- 
cessfully exploited some years before the so-called forced. 
combustion was applied to mechanical stokers to any ap- 
preciable extent. In practically every case the forced draft, 
hand-fired plants were successful for some time after their 
installation. In some cases they continued to show high 
efficiency, but more often the firemen became careless or 
were replaced by men who did not understand that high 
pressures under the grate did not permit heavy and infre- 
quent firing, thick fuel beds or the “slicing” of the fire 
usual with natural draft. The result was to make steam 
users somewhat suspicious, even though the responsibility 
for the unsuccessful plants was known to have been largely 
The 
mechanical stoker naturally removes the personal equation 
of the fireman to a great extent, and it is probably due to 
this fact that interest in high undergrate pressures has 
Yet it is by no means common to find. 


due to lack of proper boiler-room supervision. 


begun to revive. 
engineers frankly in favor of high undergrate pressures, 
although it is the logical method of producing efficient com- 
bustion. With high air pressures and high velocity of air 
through the fuel bed, the tendency for the air to come 
violently into contact with the exposed surfaces of the 
particles of fuel is greatly increased. This jet action of the 
air against the fuel, sometimes called the “scrubbing” effect, 
has been shown in practice to produce the highest furnace 
efficiency, provided, of course, that proper operation is 
strictly enforced. A simple confirmation of the theory will 
be found in the ordinary gas jet. If the tip is removed, 
thereby largely increasing the area for the outflow of gas, 
a long, dull, smoky flame results. When the area for out- 
flow is reduced by a replacement of the tip the pressure 
builds up in the pipe, and the velocity of outflow is greatly 
increased. The consequent “scrubbing” action between the 
particles of gas and air produces a short, white hot flame—. 
the ideal condition for efficiency. 
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South Boston Power Station of Boston 
Elevated Railway 


This Station Has Just Been Compleied—There Are Two Turbines of 15,000 Kw Each and the Ultimate Capacity 
Is 125,000 Kw 


The new alternating-current power generation and distri- 
bution system of the Boston Elevated Railway was de- 
scribed in the Erecrric Rattway JourNnavL for Dec. 30, 
1911. In that article frequent reference was made to the 
new South Boston power station, where all but a small part 
of the alternating-current which will be distributed to seven 
converter substations will be generated. This new power 
plant is designed to have a maximum ultimate capacity of 
125,000 kw and represents the most modern type of central 
station design with very large generating units. 

STATION SITE 

As explained in the previous article, the reason for adopt- 

ing alternating-current generation and transmission for 


vides ample room for future enlargement of the station to a 
capacity of 125,000 kw, with coal storage space for 100,000 
tons. Deep-draft vessels can tie up at the coal unloading 
dock at any stage of the tide and discharge their cargoes 
of coal. The power station is set back 677 ft. from the 
harbor line and is on the east side of the property, leaving 
a space on the west side 535 ft. wide and 1300 it. long for 
present and future coal storage. A dredged basin 241 ft. 
wide and extending 600 ft. in from the harbor line permits 
the condenser water to be taken into the intake tunnel at a 
point only 77 ft. from the north wall of the turbine room, 
while the discharge is deflected back of a sheet piling bulk- 
head on the east side of the basin and flows out to the har- 


South Boston Power Station—General View Looking West 


future power needs was the steady and rapid increase of 
the load in the outlying sections of the metropolitan district 
served by the company. A loop transmission line forming 
an approximate circle about 8 miles in diameter afforded 
the most economical plan of distribution from the generat- 
ing station to the seven substations which have been built 
near the new load centers, and the system was laid out on 
this plan, with the generating station located on tidewater 
in South Boston. A tract of land 800 ft. wide by 1300 ft. 
deep, adjoining the main station of the Edison Electrical 
Uluminating Company of Boston and fronting on the main 
ship channel of Boston Harbor, was purchased for the sta- 
tion site, and late in 1910 work was begun on the plans by 
the engineers, the Stone & Webster Engineering Corpora- 
tion of Boston. 

The site is admirably suited for the purpose as it pro- 


bor line before it can return into the basin and be drawn 
into the intake tunnel. 
STATION BUILDING 

The power station building is 164 ft. wide and is designed 
for an ultimate length of about 460 ft. To house the initial 
equipment of sixteen boilers and two 15,000-kw turbo-gen- 
erators the turbine room has been made 235 ft. long and the 
boiler room has been made only 160 ft. long. The turbine 
room will accommodate a third 15,000-kw unit, for which 
sufficient boiler capacity is already installed. 

The architectural features of the building were designed 
by Robert S. Peabody. The exterior walls are built of Dover 
waterstruck brick with cast conerete belt courses and para- 
pet ornamentation. The north elevation as seen from the 
water front has been artistically treated in the design to 
produce an effect of massiveness. Three recessed high- 
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arche ] "Sj se i i 
ched windows in the end ot the turbine room and a wider 


single window in the end of the boiler room are set off by 
a square turret on the corner of the turbine room, concealing 
the switch gallery lean-to, anc é 
boiler room window. The boi 
the turbine room roof. but the 


broad pilasters flanking the 
er room roof is higher than 
(difference in height is con- 
of the building by the pedi- 
ment above the pilasters flanking the boiler room window. 


At the south end of the buildi ig a temporary 6-in. hollow 


cealed in the north elevation 


tile blank wall has been put in, 


FOUNDA 
the Jand on which the building stands is unstable filled 
ground, it was necessary to drive piling over the entire 


area. About 1500 Raymond concrete piles were driven to 


an average depth of 25 ft. under the column footings and 
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< - nesting surface per horsepower, They are fitted with 
sabcock & Wilcox superheaters designed to give 98 deg. 
superheat at 125 per cent of the rated steaming capacity of 
the boilers, Che boiler settings are faced with re-pressed 
red brick and are heavily stayed on account of their height 
cit boiler is fitted with a Taylor seven-retort automatic 
stoker with extension grates. These stokers are euar: 
Se ae at ck ia orton oun Ee guaranteed 
Ee 2 € bowler rating, 
[he furnaces of the sixteen boilers are supplied with 
forced draft by three Sturtevant multi-vane fans, each with 
a capacity of 120,000 cu. ft. of air per minute. These fans 
are placed in the basement under the boiler room and are 
driven by 12-in x 14-in. reciprocating engines in the turbine 
room. They draw air down through the boiler room from 
the space around the smoke flues above the boilers and dis- 


South Boston Power Station—Interior of Turbine Room 


Wooden piles were driven for machinery 
end of the basin 


exterior walls. 
foundations. 
and the intake and 
foundations of piles driven from 35 ft. to 45 ft. 

BOILER ROOM 
west side of the building and 


The sea wall at the south 


discharge tunnels also were built on 


The boiler room is on the 
is 85 ft. wide by 160 ft. long. The firing aisle is parallel 
to the turbine room and is 17 ft. above the level of the main 
floor of the turbine room. It is lighted by a continuous 
monitor skylight in the roof which admits the light between 
the coal bunkers above each row of boilers. The opening 
between the bunkers is only 13 ft. wide and the skylight is 
6s ft. above the firing aisle, but excellent daylight illumina- 
tion is provided in front of the boilers. 

The sixteen boilers are of the Babcock & Wilcox water- 
tube type, and each is rated at 600 hp on the basis of 10 sq. 


charge it into a common blast duct, 4 ft. x 12 ft., which 1s 
located under the firing aisle. Two connections from this 
duct are run to each furnace. Two stoker engines are con- 
nected to the stoker shaft on each side of the firing aisle, 
and either engine has sufficient power to drive the eight 
stokers connected on its shaft. The stoker engines and the 
blast duct dampers are controlled automatically by a Mason 
pressure regulator which varies the speed of the engines 
and the damper openings in accordance with the steam 
pressure. 

The furnaces drop the ashes into reinforced-concrete 
hoppers under the boiler room floor, and from these hoppers 
they are dropped into ash cars running on a narrow-gage 
track on the basement floor, which is at the same level as 
the ground surrounding the building. The ashes will be 
used for filling in the future coal storage area. 
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South Boston Power Station—Cross Section Through Turbine and Boiler Room 
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All of the boilers are con~ 
nected to a 14-in. main steam 
pipe which runs parallel to 
the turbine room wall and is 
mounted about 2 ft. above the 
boiler room floor. The tur- 
bine live-steam connections 
are carried up from this 
header and through the wall 
at a height of about 16 ft. 
above the header connection, 
being bent to a full semi- 
circle on a radius of 7 ft. 
The rate of evaporation of 
any boiler in service is con- 


May, tinuously shown by General 


Electric indicating steam flow 
meters inserted in the con- 
nections to the main pipe. 


STACKS 
: The two stacks are of 
be steel, lined with brick to the 


top. They rise 211 ft. above 


cy the boiler room floor and are 


13 ft. in diameter inside. 
The method of supporting 
these stacks on steel work 
built around the boilers below is of 
special interest. Each stack rests on 
60-in. plate girders which are carried by 
eight 24¥%4-in. built-up columns spaced in 
two rows of four columns each. These 
columns are braced together with double 
diagonals in each direction and are firmly 
anchored to the heavy concrete caps on 
top of the pile foundations. The sup- 
porting structures of the two stacks are 
further tied together at the top by three 
30-in., 200-Ib. girder I-beams above the 
firing aisle. A drum girder 24 in. high 
and 20 ft. in diameter is bolted down to 
eight members of the grillage support 
and the 9/16-in. bottom ring of the stack 
is riveted to this girder. The stacks rise 
175 ft. from the grillage, but the sup- 
porting structure is designed for a future 
height of 225 ft. above the grillage if it 
is found necessary to increase the draft. 
The two smoke flue openings at the 
base of each stack are 8 ft. wide and 
12 ft. high. The smoke flues extend 
across the top of four boilers and taper 
in size away from the stack. Direct up- 
takes connect each boiler with the flue 
above it. This arrangement of flues pro- 
vides the shortest possible passages for 
the gases between the grates and the 
stacks. When additional boilers are in- 
stalled another pair of stacks will be 
erected. For the ultimate boiler capacity 
of the station a total of six stacks will 
be required. 
BOILER ROOM AUXILIARIES 
Boiler-feed water is supplied by two 
1o00-gal. pumps and one 500-gal. pump 
mounted back of the main turbines on 
the turbine room floor. These pumps 
were all furnished by the Jeanesville 
Iron Works and are driven by Terry 
steam turbines. One 300-gal. and one 
tooo - gal. turbine-driven centrifugal 
pump supply low-pressure water for 
service use in the station. Each group. 
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of eight boilers is equipped with a Cochrane feed-water 
heater and a Worthington water weigher mounted between 
the inner row of boilers and the turbine room wall. The 
feed-water heaters are rated at 6000 hp each and will raise 
the temperature of 180,000 gal. of water per hour from a 
temperature of 70 deg. Fahr. to 215 deg. Fahr. The heaters 
take steam from a 16-in. auxiliary exhaust line. The water 
weighers are of the proportional type, with a capacity of 
300,000 Ib. and give a continuous record of the quantity of 
water fed to the boilers. 
COAL STORAGE AND CONVEYORS 

The coal unloading and storage facilities are designed to 

supply not only this power station but other stations of the 
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of the unloading towers the coal is delivered through spouts 
into 4-ton narrow-gage cable cars running on a double-track 
trestle 26 ft. above the level of the dock. This trestle termi- 
nates in a loop at the west end of the wharf and runs in- 
shore from the wharf along the east side of the coal storage 
area. 

The coal storage area is spanned by a movable steel 
bridge 300 ft. long between supports, which runs on rails 
laid on continuous foundations with the top of the rails at 
the surface of the ground. The trestle cableway is looped 
around this bridge and back to the trestle. At the south end 
of the trestle beyond the trolley car loading hopper is an- 
other loop which completes the continuous cableway. The 
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company as well. Provision is made for unloading vessels, 
loading trolley coal cars for transportation to other stations, 
filling the boiler room bunkers direct from vessels, putting 
coal in storage in the stock pile, reclaiming and putting it 
into the boiler room bunkers or loading it on trolley cars or 
wagons. The present coal storage area is 300 ft. by 400 ft., 
and when piled 20 ft. high approximately 50,000 tons of 
bituminous coal may be stored. An area of equal size is to 
be filled in between the present storage area and the unload- 
ing wharf so as to give a total storage capacity of 100,000 
tons. If the entire unoccupied land of the station site were 
used for storage nearly 300,000 tons could be laid down. 
Coal vessels are tied up at the unloading wharf, 456 ft. 
long by 50 ft. wide, which is parallel to and 60 ft. inside of 
the harbor line. Two structural steel unloading towers run 
on rails laid to 24-ft. centers on this wharf. Between these 
running rails is laid a standard gage track on which trolley 
cars can be run and loaded with any material direct from 
vessels. The unloading towers have 1!4-ton clamshell buck- 
ets operated by steam-driven hoists, and each tower has a 
capacity of 200 tons per hour. From the receiving pockets 


Typical Detail of Drum Girder 


South Boston Power Station—Stack and Bunker Framing Details 


cable dump cars run off of the trestle 
onto the transfer bridge and then back 
on the trestle and to the discharging 
towers on the wharf. The cable is 
driven by a 50-hp motor and runs at a 
speed of 250 ft. per minute. 

To put coal direct from the vessels 
into the bunkers of the power station 
the cable cars are dumped into a hopper 
below the trestle opposite the elevating 
conveyor tower. From this hopper it drops into a crusher 
and then is elevated by an inclined 24-in. Robins belt con- 
veyor 155 ft. long to the top of the car-loading hopper. It 
then falls on a return belt conveyor which elevates it to the 
top of the tower opposite the coal crusher; or, if desired. 
it can be deflected into the 200-ton car-loading hopper. 

The movable transfer bridge spanning the stock pile is 
to be equipped with a single traveling electric reclaiming 
tower. It will have a capacity of 200 tons per hour and 
will take the coal from the pile and load it into the cable 
cars, which in turn will dump it into the coal crusher hop- 
per. The coal-handling machinery outside the power sta- 
tion building was built and installed by the Mead-Morrison 
Manufacturing Company, 

BOILER ROOM CONVEYORS AND BUNKERS 

From the elevating conveyor at the top of the tower 
alongside the boiler room the coal is carried on a cross belt 
conveyor into the boiler room. This cross conveyor dis- 
charges onto either of the two longitudinal conveyors run- 
ning above storage bunkers over the boilers. The belt con- 
veyor system has a capacity of 200 tons per hour. 
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The coal bunkers above the boilers are made of rein- 
forced-concrete slabs with I-beam struts. They are con- 
tinuous on each side of the light well under the roof sky- 
light and are 12 ft. 6 in. wide by 21 ft. deep. Each bunker 
has a capacity of 800 tons, or 100 tons per boiler. The bot- 
tom of the bunkers consists of pyramidal hoppers over each 
boiler, from which the coal is dropped through gates into 
a traveling weighing crane which distributes the coal to the 
various stokers. 

TURBINE ROOM 

The turbine room is 235 ft. long by 56 ft. 1% in. wide 

and 79 ft. high from the floor to the under side of the roof 
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oiling or adjustment 1s minimized. At the same time, the 


auxiliary machinery is removed from the main floor space. 
This adds to the cleanliness and appearance of the station. 
TURBINES 

For the initial equipment of the station two 15,000-kw 
turbo-generators have been installed, and a foundation has 
been built for a third unit of the same size. The turbines 
are of the Curtis six-stage type, and they are direct-connect- 
ed to General Electric type ATB, four-pole, 6600-volt alter- 
nating-current generators. The speed of the units is 750 
r.p.m. The generators draw ventilating air through sheet 
steel flues, which are 5 ft. x 5 ft. inside and run up through 
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South Boston Power Station—General Arrangement of Coal Storage Plant 


trusses. The floor is laid with red English quarry tiles and 
is finished with a slate mop board around the walls. Cream- 
colored enameled bricks are used for the interior walls up 
to the terra-cotta belt course, about half of the height of 
the room, and light-buff Kittaning bricks are used above 
the belt course. The room is lighted by the three large win- 
dows in the north wall, which are equipped with the straight- 
push sash operator and by a continuous Anti-Pluvius moni- 
tor skylight in the roof. 

The floor of the turbine room is on the same level as the 
basement under the boiler room, and the partition wall be- 
tween the boiler room and the turbine room is carried down 
only to the level of the boiler room floor. This leaves an 
open bay 22 ft. wide under the east side of the boiler room, 
in which are placed most of the auxiliary machines. The 
turbine room operating force required is considerably re- 
duced with such an arrangement, as the main units and the 
auxiliary machinery are on the same level, and the time 
required to pass from one machine to another for inspection, 


the roof of the boiler room back of the partition wall. Each 
turbine is mounted on top of a Worthington surface con- 
denser having 29,000 sq. ft. of cooling surface and capable 
of condensing 225,000 Ib. of steam per hour. On account of 
the character of the condensing water the tubes of the con- 
densers were subjected to very rigid inspection and mechan- 
ical tests. 
AUXILIARY APPARATUS 

The condenser circulating pump for each unit is mounted 
in a pit 8 ft. deep at one side of the condenser, while the 
rotating dry vacuum pump is mounted on the floor level on 
the opposite side of the unit. With the exception of one 
75-kw motor-generator exciter set and one 200-kw turbine- 
driven lighting set, which are placed on the main floor, all 
of the other auxiliary apparatus is placed in the bay under 
the boiler room. 

The condensing water for each unit is drawn from the 
intake tunnel under the floor through two 26-in. suction 
risers connected to a Worthington 30-in. volute, double- 
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South Boston Power Station—Typical Cross Section Look’ng South 
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suction pump with a capacity at 195 r.p.m. of 32,000 gal. per 
minute against a head of 20 ft. The discharge of the pump 
is 30 in. in diameter. The pump is direct-connected to a 17- 
in. x 24-in. Skinner horizontal side-crank engine. The dry 
vacuum pumps are of the horizontal, center-crank, rotative 
type made by the Laidlaw-Dunn-Gordon Company and have 
cylinders 14 in. and 35 in. by 30 in. stroke. Both the circu- 
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of the horizontal duplex outside end-packed type designed 
for a pressure of 2000 Ib. per square inch, although the 
working pressure is only 1200 lb. The steam cylinders are 
14 in. in diameter, and the water cylinders 3y% in. in diame- 
ter with a common stroke of 18 in. These pumps discharge 
into the step-bearing system, on which float two R. D. Wood 
accumulators with cylinders 6 in. in diameter by 7-ft. stroke. 
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South Boston Power Station—Intake Well and Discharge Weir 


lating and vacuum pumps are operated non-condensing and 
exhaust into the feed-water heaters. The condensed steam 
from each unit is handled by a Worthington 6-in. two-stage 
centrifugal hot-well pump direct-driven by a single-stage 
Terry steam turbine. 

The other steam-driven auxiliary apparatus includes a 
Laidlaw-Dunn-Gordon _ horizontal, two-stage, cross-com- 
pound air compressor, with a capacity of 500 cu. ft. of free 
air per minute against a pressure of 95 Ib. per square inch, 
and two Worthington step-bearing pumps. The latter are 


The step-bearing water is purified in a Loomis-Manning 
quartz filter before use. 
EXCITERS 

The main generators are excited by one of three exciter 
units. These include one 75-kw motor-driven generator and 
two 125-kw steam turbine-driven generators. In addition to 
these units a 200-kw, three-phase, 25-cycle turbine-driven 
generator has been installed to supply energy at 440 volts for 
station lighting and for operating the crane motors when 
the main generators are shut down. 
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A CRANE 

| Che turbine room is served with a 100-ton electric travel- 

ing crane built by the Morgan Engineering Company. The 

crane runway consists of 100-Ib. T-rails laid on 30-in., 200- 


As mentioned earlier, the supply of 


water is drawn from 
a large basin which terminates in a stone sea wall, 77 ft. 
north of the north wall of the station building. The rein- 
torced-concrete tunnels begin at this wall and are carried in 
under the floor of the turbine room, the discharge tunnel 
being immediately above the intake tunnel and just below 


] Ee aay : 
Ib. wide-flange Bethlehem I-beams resting on brackets riv- 


eted to the main columns. The crane girder has a span of 


South Boston Power Station—High-Tension Bus Room South Boston Power Station—Oil-Switch Room 
50 ft. 6 in., and the carriage has a 100-ton hook and a 25-ton the turbine room floor. ‘he circulating pump suction pipes 
iuxiliary hoist. Four 440-volt, three-phase, 25-cycle motors are carried down into wells or chambers bui!t to one side of 
ire used on the crane carriage for hoisting and traversing. the intake tunnel and opening into it below curtain walls. 
PIPIN( Similarly the discharge outlets empty into wells connecting 
id exhaust piping for the auxiliaries, as with the discharge tunnel. The bottom of the suction pipes 
er an piping, is run ina pipe tunnel in the wells is ro ft. below mean low water so that a contin- 


ion bay under the boiler room. At the uous supply of water at all times is assured. 


is a large cil room at the same level The intake tunnel opening in the’ sea wall is divided by 
as the floor of the pipe tunnel, in which are placed the o1!1 longitudinal concrete walls 2 ft. thick into four passages 
filters, drier, pu | storage tanks. Richardson Iubri- each 7 ft. 8 in. wide and 13 ft. high, the top of the openings 


South Boston Power Station—Auto-Transformers, 6600 Volts to 13,200 Volts 


being 5 ft. below mean low water. Each of these passages 
contains a stationary screen and revolving screen as well 
as guides for stop logs and water-tight gates. The fixed and 
revolving screens are inclined at an angle of 15 deg. 

The revolving screens were designed by the Stone & 
Webster Engineering Corporation and consist of 3-ft. 6-in. 


cators are used throughout the station, and all oil is returned 
to the oil filters by a gravity system of piping. 
CONDENSING WATER SUPPLY 
The condensing water intake and discharge tunnels have 
been designed to handle all the water which will be required 


tise > its maximt size, although 
when the plant is enlarged to its maximum size, g 2 
i f thei ity is require ; j inked secti ass : ive tooth sprockets at the to 
less than one-third of their capacity is required for the two linked sections passing around f | é p 


units now installed. The intake tunnel is 13 ft. x 13 ft. in and bottom. The screen sections run in grooved guides 
cross-section, and the discharge tunnel is 15 ft.x 13 ft. The formed in the concrete side walls and the slack is are uP 
capacity of the tunnels is 225,000 gal. per minute. by an idler drum on the rear side. 1 he top drum is revolve 
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by a motor which is geared to give the screen a speed of 
rotation of about 1 ft. per minute. In the rear of the screens 
the intake opening narrows down to a width of 13 ft. inside. 

The discharge tunnel swings to the east just after leaving 
the building and gradually widens out to 20 ft. at the face 
of the seawall. The bottom of the tunnel is 3 ft. below mean 
low water, but at the seawall a flow crest 3 ft. high and 
paved with granite block acts as a dam to insure sealing the 
discharge pipe from the condensers at all times. Beyond the 
opening the bottom of the basin is riprapped to prevent 
scouring. As previously mentioned, the discharge water is 
confined in a channel formed by the east wall of the basin 
and a timber bulkhead which extends out to the harbor line. 

In constructing the intake and discharge tunnels a tem- 
porary cofferdam was put in across the end of the basin 
about 50 ft. outside of the seawall. The excavation was car 
ried on behind this cofferdam and the entire area under the 
seawall and the tunnels was covered with wood piles driven 
to a depth of 45 ft. The piles under the seawall were cut 
off at the proper elevation and covered with a timber deck- 


South Boston Power Station—Boiler Room 


ing surfaced with 6-in. planks. On top of these planks a 
12-in. concrete mat was laid and the stonework was carried 
up from this point. The bottoms of the tunnels are support- 
ed on piles spaced 3 ft. 6 in. center to center in each direc- 
tion. When the seawall and tunnels were completed the 
cofferdam was removed and the basin dredged out to a depth 
of 18 ft. in front of the intake opening. 
SWITCHING EQUIPMENT 

All of the switching apparatus is placed in a four-story 
lean-to structure extending the full length of the turbine 
room on the east side. Offices for the chief engineer of the 
station and washroom facilities for the turbine room force 
are also provided in this part of the building on the lower 
floor. 

The generators produce three-phase, 25-cycle current at 
6600 volts and the current is stepped up to 13,200 volts by 
1:2 compensators or auto-transformers, which are inserted 
in the circuit between the generators and the high-tension 
station busbars. Three of these compensators, which were 
furnished by the General Electric Company, are installed for 
each of the generators. They are of the water-cooled, oil- 
insulated corrugated tank type and each has a continuous 
full-load capacity of 2500 kw based on the ordinary 1:1 
transformer rating. The compensators are mounted in sep- 
arate brick compartments against the outside of the east 
wall of the station. They are arranged to be rolled out on 


rails for repairs or cleaning, and provision is made tor 
draining the oil off into an underground storage tank. 

On the ground floor of the switching structure are placed 
the station lighting and power transformers and the out- 
going feeder potheads. The generator and feeder buses oc- 
cupy the entire second floor and the oil switches are mount— 
ed on the third floor. The operating gallery for the station is. 
on the top floor at the south end of the present building. It 
will be in the center of the turbine room when the building 
is extended to its maximum size. Next to the benchboard 
room on the same floor is a room in which are mounted the 
control rheostats, and adjoining this space is a storage bat- 
tery room. The batteries which supply current for the re- 
note-control switches are charged by a small motor-genera- 
or placed in the rheostat room. 

Throughout the station all wiring is run in iron pipe con- 
duit and copper tubing is used for high-tension connections. 
,etween switches and buses. All bus compartments are made 
of monolithic reinforced concrete. General Electric switch- 
board and control apparatus is used throughout. 

As explained in the description of the transmission sys- 
tem which was published in the ELecrric RAILWAY JOURNAL 
of Dec. 30, 1911, the generator buses in the station are in 
duplicate and each set of buses is divided in half by sec- 
tionalizing switches. Each generator is connected to a pair 
of half buses and duplicate transmission lines are also con- 
nected to each pair of half buses. Either or both generators, 
therefore, can be used to feed any or all substations from 
either or both halves of the station buses. Automatic oil 
switches are used on all outgoing transmission lines. 

ENGINEERING 

The entire station was designed and built by the Stone & 
Webster Engineering Corporation as part of its general 
contract for the enlargement and rearrangement of the 
power supply of the Boston Elevated Railway, the construc- 
tion work being executed by its own force. 


STATISTICS OF TRAMWAYS IN GREAT BRITAIN 


The annual report covering the returns upon capital and 
the traffic statistics of street railways in Great Britain for 
the year ended Dec. 3, 1910, for the private companies, and 
March 31, 1911, for the municipal systems, has just been 
issued by the Board of Trade. As compared with the 
returns for the fiscal year 1909-10, the percentage of oper- 
ating costs to gross receipts has decreased slightly, and the 
saving due to more efficient operation is reflected in an in- 
crease in the percentage of net receipts to capital and in 
the number of passengers per car mile, notwithstanding 
the facts that the capitalization per mile of track was in- 
creased and that the average receipts per passenger were 
slightly decreased. A summary of the return for the two 
past years follows: 


1910-11. 1909-10. 
Miles of (single) track........... See 4,233.78 4,165.54 
Passengers’ carried) 1.<90» vcs ov ones ancans oe aera 2,743,189,439 
Ras MATTOS wis v.5 S010 '08 5 6 wae iene 310,494,243 297,844,686 
Capital per mile of single track............. $86,684.00 $86,087.60 
Percentage net receipts to capital.......... 6.97 6.6% 
Percentage operating cost to gross receipts. . 61.70 62.18 
Passengers per mile of track........c0cacee 686,662 658,543 
Passengera: per Cat? Milevve..«acue Gee maaee 9.36 9.21 
\verage receipts per passenger............ 2.200 cents. 2.215 cents. 


The introduction of the report for the fiscal year rg10-11 
says that the number of passengers carried in the year 
IQIO-IIT is equal to about sixty-four times the population 
of the United Kingdom. 

Of the total mileage about 70 per cent is operated by 
municipalities and 30 per cent by private companies. 


The marked increase in the number of broken rails on 
steam railroads which occurs during periods of extremely 
cold weather may be, in part at least, charged to the extra 


Strains put upon rails by the absolute rigidity of the roadbed 
when solidly frozen, 
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_ New Car for Memphis, Tenn. 


Has a Steel Underframe of Novel Form with Malleable-Iron Post Brackets 
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The Memphis Street Railway has just put into service 
ten new cars which include a number of novel features of 
design. The principal one is the underframe arrangement, 
patents for which have been granted to . 
T. H. Tutwiler, president and general 
manager Memphis Street Railway Com- 
pany. The cars were built by the St. 
Louis Car Company according to plans 
and specifications prepared by A. D. 
McWhorter, master mechanic of the 
Memphis Street Railway Company, 


consist of but two 9-in., 21-Ib, I-beams extending from end 
sill to end sill and set 9% in. inside the inner face of the 
side posts, which, with the side framing, are carried on 


GENERAL ARRANGEMEN1 

The general arrangement of the body 
and framing of the new cars is shown 
by the accompanying illustrations. The 
dimensions of the body are given below. 

The new cars are of the prepayment 
type with open bulkheads, 6-ft. 6-in. 
platforms and folding entrance and exit 
doors. The platforms are arranged for 
double-end operation and the seating 
arrangement provides fourteen Hale & 


New Memphis Car—Side Framing 


brackets fitted and riveted to the main sills. Accompany- 
ing engravings show the steel underframe with and without 
the body posts. 


TABLE OF DIMENSIONS. 


Length rover alliciicts sis ns sicceinis ebrcivnint Seine wagers tere eenianars 37 Etaeliy wins 
Lergih over Vestibule. « caso. sists wities in henisie ha iecate mene oe 36 ft. 3% in. 
Pength Over COVMED: POSES s «cis «ituaicrsiiy susie nigrsielt/etelele sieyhconaune’ 23: ft) So eeine 
WY IGENUOV er SiGe. OSIS spine cicisie sn crete alr siare Si yieye Fr taller eerie fara 8 ft. 14% in. 
Width over window rail 8 ft. 24% in 
Height from top of rail to top of roof board.............-. ll ft. 436 in. 
Height from top of rail to body Hloor..................0-. 3 it. 334 in. 
Bletphit wot Wlathownws, <.sjovare a0 o1015/% fein etna. slavelaiol auelcbalefaleidiesspaays Zit. 7 in: 
Seat capaeriy atic. > ais cleisrcere vcleleiis ei aisheiriel sO sintala ere ItaL? 36 passengers 
NEBEOR OCA PITOHE sal dice mys wtaialatoistelie vee sneleie teiaket  OtabenreatehesLes 2 GE-67 
Bralee COWDEN be c.starere eo s.r: aie islevere ele inietarel® ole\eiso 0(h 4) oo hele Peacock AA 
fate Ta (oP ire Piranesi ORT RIGOR ee) On Citas PO ICO 27,000 Ib. 


The brackets which support the posts are of malleable 
iron, are 9 in. deep and have webs 1% in. thick. They ex- 
tend outward 133% in, from the web of the main sills and 
are provided with pockets to hold the posts. Each post is 
held in its seat by two %-in. bolts. The upper bolt has a 
T-shaped head which fits about the outside of the post. 
The lower bolt holds a 3-in. section of channel iron against 
the bottom of the post. This channel iron is continuous 
for the length of the car body and serves not only as a 
rubbing piece but as a tie between the bases of all the posts 
and the brackets which support them. 

Kilburn cross seats with a 25-in. aisle intervening and four The platform framing consists of four 6-in. I-beams, 
each of which extends to the Hedley anti-climber buffer 
and is supported from the body end sill by two I-in. ma- 
The platform sills extend 5 ft. 8 in. under 


corner longitudinal seats. 
UNDERFRA MING 
The underframing is novel in that its principal members chine bolts. 
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the body of the car and are there bolted to a cross knee. which is of the turtleback form, continuous from aa to 
This method of supporting the platforms is intended to end of the car. The roof has a radius of Io ft. 74 - 
prevent sagging and facilitate repair work. and is made of 1%4-in. tongue and groove roofing protecte 
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The corners of the platforms are drawn in to a width of by canvas. The carlins are of wood, 1 in. x 2 in. in sec- 
6 ft. 6 in. to obtain clearance on curves. The underfram- tion, reinforced by 1%-in. x 54-in. steel. The roof boards 
ing complete weighs 4100 lb., and has been found to meet overlap a 7%-in. letter board which is 12 in. deep and serves 
fully the expectation of its designers with regard to sta-~ to stiffen the joints between the posts and the top piece 
bility and to provide in an exceptional way for ease of The sides of the car below the window rail are of ¥-in. 
maintenance and repair. matched boards plated on the outside with No. 16-gage 
BOLY FRAMING sheet iron. This thin side-wall construction provides hip 

The body framing consists of pine posts and top pieces, space at the ends of the seats. 
with eight intermediate window posts. The body corner Each window opening is fitted with two sashes. the lower 
posts are tied together at the top by a heavy wooden arch, sash being designed to raise into a pocket space back of 
which serves to stiffen the frame and to’ support the roof, the molding, which forms the curtain box. The ceiling 
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finish is attached to the under side of the carlins, except 
at the sides where it has a shorter radius than the arch of 
the roof. All the molding used in the car has a smooth sur- 
face to avoid the collection of dust, and a special sanitary 
molding at the edges of the floor has been installed to 
prevent an accumulation of dirt. The back of this mold- 
ing is grooved to provide space for the heater wires. 
PLATFORM ARRANGEMENT 
The platforms are designed for the prepayment method 


of fare collection and have an interior door opening 60 in. 
wide subdivided by a stanchion. 


The exit doors are 30 in. 
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operating mechanism and the second leaf is guided into 
place by a cam and follower. All the bushings and bear- 
ing pins in the door mechanism are cold-rolled steel, and 
the other parts consist largely of wrought-iron stock shapes 
and forgings. 

A register-ringing device has been placed below the plat- 
form floors. It has two floor plungers, one of which oper- 
ates the cash-fare side of the register and the other the 
miscellaneous-fare side, 

The new cars are wired for eighteen lamps inside the 
car body, two on each platform, four in the sign boxes and 
one in each headlight. The cars are 
heated by six Consolidated heaters dis- 
tributed under the cross seats. 

Illuminated destination signs are pro- 
vided above the end vestibule windows 
just below the hood. These signs are 
equipped with Hunter fixtures and are 
45 in. wide over all and g in. high. 
sh An accompanying illustration shows 
the exterior appearance of the car as 
mounted on Brills 21E single-truck run- 
ning gear with g-ft. wheelbase. 


RESUSCITATION FROM ELECTRIC 
| ; SHOCK 


i The first meeting of the Commission 
= on Resuscitation from Electric Shock 
¢“ . was held in the board room of the Na- 
tional Electric Light Association, New 
York, on Feb, 22. This commission was 
organized upon the initiative of the Na- 
tional Electric Light Association, and 
has for a purpose the study of electric 
shock and the preparation of a set of 
rules for first aid in case of electrical 
accident. The commission is composed 
of members of the American Medical 
Association, National Electric Light As- 
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New Memphis Car—Cross Section 


wide. A division rail is supported by the stanchion on the 
lower step and two other stanchions, one near the middle 
of the platform and the other midway between the two 
corner posts of the car. 

The platform doors extend down to cover the lower 
steps, which are 16% in. above the rail. The step open- 
ings are protected by trapdoors arranged so that when in 
place they securely lock the folding doors and afford an 
even floor for the entire platform. Both doors on the oper- 
ating side of the car are controlled through a specially de- 
signed mechanism which is operated by a handle placed 
over the brake wheel. The door-operating rod passes 
through the hand-strap pipe. The mechanism for swinging 
the door leaves is installed in the roof of the vestibules. 
This mechanism was designed by the railway company’s 
engineers. It is simple and is said to give excellent ser- 
vice. The doors are hung on cold-rolled seamless steel 
tubing to which strap hinges are riveted. The first leaf 
of the two pairs of rear platform doors 1s moved by the 


sity, chairman; Dr. George W. Crile, 
si professor of surgery, Western Reserve 


a University; Dr. Yandell Henderson, pro- 


fessor of physiology, Yale University; 
Dr. S. J. Meltzer, Rockefeller Institute 
for Medical Research, New York; W. 
D. Weaver, editor Electrical World, 
secretary. Nominated by National Elec- 
tric Light Association: Dr. E. A. Spitka, professor of 
general anatomy, Jefferson Medical College; W. C. L. 
Eglin, electrical engineer, Philadelphia Electric Company. 
Nominated by American Institute of Electrical Engineers: 
Dr. Elihu Thomson, electrician, General Electric Company ; 
Dr. A. E. Kennelly, professor of electrical engineering, 
Harvard University. 

At the meeting in New York City the medical members 
of the commission unanimously advocated the Schaefer, or 
prone, method as the best means in the hands of laymen for 
maintaining respiration in victims of electric shock, and 
the commission formally voted to recommend this method. 
According to the Schaefer method the patient is placed 
face downward, while by the Sylvester method, which has 
been used almost exclusively in the past, the patient is 
placed face upward. A chart is now being prepared which 
will give details of first aid in cases of electric accidents, 
It will be issued under the auspices of the National Electric * 


Light Association. 
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Electric Locomotives for the Dessau-Bitterfeld 
Trunk Line 


The Two Types of Locomotives Described Are of Special Interest Because of the Method of Voltage and Speed Control 


The Erectric RatiLway JourNAL for Nov. 4 and 11, 1911, 
respectively, contained a description of the overhead work 
and the electric locomotives furnished by the Allgemeine 
Elektricitats Gesellschaft for the Dessau-Bitterfeld line of 
the Prussian-Hessian State Railways. The issue for Dec. 2, 


I9gII, contained a description of the multiple catenary 
erected by the Siemens-Schuckertwerke, while the present 


Dessau-Bitterfeld Railway—High-Speed Passenger Locomo- 
tive 


article describes the passenger and freight locomotives fur- 
nished by the same.company. 

The Siemens-Schuckert locomotives bear a striking exter- 
nal resemblance to the Allgemeine locomotives which were 
shown in the Erecrric Rattway JourNAL for Nov. I1, 
1911. This external similarity is due to the condition that 
the government specified the over-all dimensions, general 
mechanical lay-out and drive desired for each type of ser- 
vice. At the same time it permitted the manufacturers to 
use their own judgment with regard to the details of the 
electrical equipment. Of the two designs furnished by the 
Siemens-Schuckert Company, that known as type 2-B-1 is 
for high-speed service and that known as type D is for 
freight service. 

HIGH-SPEED LOCOMOTIVE 

The high-speed locomotive can haul a train weighing 380 
metric tons at an average speed of 43.4 m.p.h. Its maxi- 
mum speed is 80.6 m.p.h. The initial maximum tractive 
effort measured at the circumference of the driving wheels 
is 15,400 Ib. and the tractive effort on the hour basis is 7590 
lb. The locomotive is 41 ft. long over the bumpers and 25 
ft. 11 in. over the body with a total wheelbase of 29 ft. 6 in. 
and a fixed wheelbase of 9 ft. 8 in. When ready for oper- 
ation this locomotive weighs 73.5 metric tons. The electri- 
cal equipment alone weighs 45.5 tons. The bearing pres- 
sures were specified as follows: Driving axles, 16.4 tons 
each; pony axles, 13 tons each, and trailing axle, 14.7 tons. 
Therefore, 32.8 tons is available for adhesion. The loco 
motive is equipped with Westinghouse quick-action air 
brakes. 

This locomotive has two coupled driving axles, two lead- 
ing axles combined in one pony truck and a single adjust- 
able trailing axle. The driving axles have a parallel crank 
drive with an intermediate crank shaft which is driven from 


a motor mounted in the upper part of the locomotive. This 
motor is an open, single-phase, series commutator designed 
with interpoles. These commutating poles permit the 
sparkless operation of the commutator anywhere from 20 
per cent of the normal speed to the maximum speed. The 
commutating field is obtained by a transformer connection 
whereby a special voltage is impressed upon a part of the 
compensating winding. One advantage which is common 
to all series motors, but is not possessed by induction 
motors, is that the number of poles is independent of the 
the frequency. The present motor can therefore be built 
with a larger number of poles than a compensated repul- 
As its stator is not so deep, it can also be 
cooled more effectively. Furthermore, in comparison with 
other motors of equal external dimensions, this motor has 
an armature of larger diameter and consequently a higher 
output is possible. The stator is horizontally divided so 
that the upper half can be raised to permit the inspection 
of the armature or to make repairs. The lower half is 
mounted on supports which are rigidly connected to the 
frame of the locomotive. The brush-holder ring may be 
turned in the stator housing by means of a hand wheel and 
gear drive so that even the lowest brushes can be con- 
veniently inspected or replaced. 
The current for operating the motor is taken from the 
secondary winding of the main transformer, the primary 


sion motor. 


Dessau-Bitterfeld Railway—Motorman’s Cab on Passenger 
Locomotive 


winding of which is placed in the circuit between the cur- 
rent collectors and ground. The desired running direction 
is obtained by making the corresponding connection to the 
series field winding of the motor. Speed regulation is ob- 
tained by varying the voltage delivered to the motor. The 
secondary winding of the main transformer is divided for 
the latter purpose, and also for feeding energy to the 
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auxiliaries.’ Gradual change of voltage is obtained by 
_means of a potential regulator which covers a range of one 
step on the main transformer. The first position of this 
regulator lowers the transformer voltage by one-half step. 
On turning the potential regulator the voltage reduction 
gradually drops to zero; that is to say, the resultant voltage 
is the mean value between the two successive transformer 
taps. _ As the turning is continued the regulator delivers 
a rising additional voltage which gradually reaches the 
value of one-half step and thus equals the next higher step 
on the transformer. In this way the voltage changes from 
step to step are made without shock. 

The switching from one step of a transformer to the next 
is automatically obtained by means of a switch which is 
coupled to the potential regulator. The small single-phase 
motor which is used for turning the potential regulator is 
cut out automatically as soon as the voltage of the traction 
motor has reached its highest or lowest value as the case 
may be. This small motor and the various contactors in 
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excitation of the traction motor and for lighting; tap II, 
for the motor of the ventilating set, which cools the poten- 
tial regulator and its primary winding, for the control cur- 
rents of the potential regulator, for operating the various 
contactors and for the compressor motor; taps III, IV and 
\ feed the traction motor; tap V also furnishes the current 
for the trip-retaining coil of the high-tension oil switch, 
In the middle of the locomotive is the motor, the housing 
of which carries four contactors. In front of this equip- 
ment are placed the potential regulator and a locked cabi- 
net which contains the four voltage-step switches and a 
small contactor for the auxiliary excitation of the traction 
motor, The main transformer, which is inclosed by metal, 


is placed at one end of the locomotive interior, while the 
high-tension chamber, compressor pump and main air res- 
ervoir are placed on the opposite side of the traction motor, 

The motorman’s cab at each end is located from the 
machinery room and is electrically heated. The equipment 
is so placed, as shown in the accompanying view, that when 


sh 
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A—Current collectors. Hy-r—Contactors for controlling di- 


B—Choke coil. rection. oe * 
C—Separator switch Hh—Contactor for auxiliary excita- 
D—Grounding switch tion. 


Ji—Auxiliary excitation winding. 
72—Compensating winding. 
J3—Excitation winding. 
K—Master controllers. 
L—Reversers. 

M—tTraction motor. 


E—Low-current relay 

F—High-tension maximum 
relay 

G—Main 10-000-volt oil switch. 

H1-4—Contactors for voltage regu- 
lation. 


current 
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Mp—Compressor motor. 


MV—Ventilating motor. 
N—Lighting connection. 
O—Push-button for oil switch. 
P—Low-tension, 


S-—-Fuses. 
T—Main transformer. 
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Td—Potential regulator. 
U—Cut-out switches. 
a—Ammeters. 

c—Compressor pump switches. 
e—Grounds. 

s—Voltmeters, 

t—Current transformer. 
w—Resistances. 
St—Accelerating controller. 


MT—Starting motor. 


maximum current 
relay. 


Dessau-Bitterfeld Railway—Control Connections for Passenger Locomotive 


the motor circuit are operated by low-voltage current taken 
from the main transformer. 

The simplicity of the control system has made it possible 
to use an equally simple controller which has the usual in- 
terlocked running and reversing cylinders. Speed regula- 
tion is obtained exclusively by means of the running cylin- 
der, which has four positions: zero position, plus position, 
running position and minus position. The running position 
maintains the existing circuit connections; the plus posi- 
tion permits the automatic increase of voltage and the 
minus position permits the automatic decrease of.voltage. | 

The circuit connections of this locomotive are shown in 
the accompanying diagram, Alternating current, taken at 
10,000 volts, 15 cycles, passes from the current collectors A 
through the protective choke coil B, through the high-ten- 
sion maximum relay F to the oil switch G (which is 
equipped with trip-retaining coil £), through the primary 
winding of the main transformer, as follows: tap I for the 


standing in the proper position the motorman has the con- 
troller in front, the hand brake on the left and the air brake 
on the right. The cab also contains one gage to show the 
pressure in the main reservoir and another to show the 
pressure in the piping of the air-brake system, an ammeter, 
a voltmeter for the motor, a speed indicator, a sander, a 
transformer connection data card, a pump switch, a con- 
tactor control switch and a push button for cutting out the 
high-tension oil switch, The oil switch is cut in by hand 
by means of a lever which is installed on a wall of the 
high-tension compartment. 
FREIGHT LOCOMOTIVE 

The freight locomotive has four axles, all of which are 
driven from one motor through a parallel crank which 
drives through an intermediate crankshaft. One of the 
end axles is so designed that it has a play of 19/32 in. in 
either direction to give flexibility on curves. The total 
wheelbase is 15 ft. 9 in. and the length of the locomotive 


over the bumpers 34 ft. 5 in. The locomotive weighs 64 
metric tons, of which 28.5 tons is required by the electrical 
The weight per driving axle is 16 tons. This 
9 tne locomo- 


fa) 


equipment. 
locomotive can haul a 7-¢-ton train, 1nclud.a 
tive, continuously at a speed of 19.8 m.p.h. aad a 1490-ton 


Dessau-Bitterfeld Railway—Single-Phase Moter for Loco- 
motive Service 


train, including locomotive, for one hour at a speed of 15.5 
m.p.h, The greatest permissible speed is 49.6 m.p.h. The 
tractive effort at the circumference of the driving wheels 
is 26,400 lb. at starting and 11,880 lb. for one hour. The 
locomotive is equally eflic:eat for operation in either direc- 
tion. 
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imeans of a potential regulator but differs in that only one 
voltage step is used, though two different voltages are 
available according to the speed necessary and the weight 
of the train, the lower one being used mainly for switching. 

The control of this requires only three 
switches operating under current. One is for the exciter 
winding of the potential regulator, another for the traction 
motor and the third for the auxiliary excitation of the 
The other heavy-current switches do not 


locomotive 


traction motor. 


carry currents when they are opened and closed. The lat- 
ter switches are of cylindrical type. 
Each cab contains two control levers. One lever has 


five positions and is used to set the voitage position and 
running direction; the other also has five positions, the 
two end positions being used to cut the three main switches 
in and out and the three others to control the potential 
regulator. An interlocking arrangement prevents the 
operation of the main switches and of the starting motor of 
the potential regulator until the running direction switch 
has been cut in. 

In general, the equipment of t 
of the high-speed locomotive. It 
ever, that all of the control levers are furnished in duplicate 
on either side of the cab at each end, so that the motorman, 
use 


11s locomotive is like that 
is worth mention, how- 


when operating the locomotive as a switcher, may 
whichever side ot the cab is more convenient. 


ELECTRIFICATION DEVELOPMENTS IN BAVARIA 


It is reported that the electrification of the Bavarian 
State railways is proceeding in accordance with the pro- 
gram laid down in the year 1908. Thus the current year 
will see the completion of the Saarlach station, 
which will supply energy for the Salzburg-Bad Reichenhall 
Berchtesgaden line. Those portions of the Garmisch-Par 
tenkirehFen lime which will be electrified during 1912 will 


power 


Dessau-Bitterfeld Railway—Freight Locomotive 


This locomotive is also furnished with Westinghouse 
quick-action brakes. The braking weight of the eight 
brakeshoes is equivalent to 65 per cent of the locomotive 
weight. Hand brakes are also provided. The control of 


the locomotive, like that of the 2-B-r type, is affected by 


be supplied from a power plant at Innsbruck until the gov- 
ernment hydroelectric plant at Walchensee is completed. 
All Bavarian State lines will be operated at 15,000 volts, 
16% cycles, single phase, in conformity with the standard 
adopted by the State railways of Prussia, Hesse and Baden. 
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MEETING OF COMMITTEE ON POWER DISTRIBUTION 


ei eye: of the committee on power distribution, 

American Electric Railway ca ett 

We i cia Railway Engineering Association, was 
m New York on Friday and 


: Saturday, Feb. 22 and 
Feb, 24. ‘ hee 


can Stop sae pactethe ei were the following : 
as = sires oO siecitictd engineering, Worces- 

_(Mass.) Polytechnic Institute, who acted as chairman. 
owing to the absence of G. W. Palmer, Jr., electrical en- 
gineer Bay State Street Railway; Charles Rufus Harte. 
assistant engineer the Connecticut Company, New Haven, 
Conn. ; John W. Corning, electrical engineer Boston Ele 
vated Railway ; Gaylord Thompson, chief engineer Ohio 
Electric Railway; L. C. Cadle, electrical engineer New 
York State Railways, Rochester, N. Y., and J. ii. Barnard 
J. G. White & Company, New York. 
jects were discussed: 

Specifications for the joint use of poles, 

Specifications for overhead crossings of trolley contact 
wires over railroad tracks, 

Specifications for overhead crossings of foreign wires 
with electric railway wires, 

Concrete latticed and tubular poles, including settings 
for iron poles, ; 

High-grade rubber insulating compound (jointly with 
committee on equipment), 

Standard stranding table, 

Revision of present standard copper wire table, 

Trolley guards. 

From standards 
mittee : 

Revision of specifications for high-tension, three-conduc- 
tor, paper-insulated, lead-covered cable, 

Revision of specifications for single-conductor, paper- 
insulated, lead-covered cable for 1200 volts, 

Revision of specificatioms for overhead crossings of elec- 
tric light and power transmission lines, 

Specifications for copper trolley wire. 

Professor Richey suggested that the subject of standard 
overhead line material and construction should also be 
considered, as it had been by preceding committees, 
although it had not been definitely assigned to this com- 
mittee. 


The following sub 


committee, through executive com- 


FRIDAY SESSION 

The first order of business on Friday was a discussion 
on specifications for the joint use of poles, with particular 
reference to the agreement formulated by the Street Rail- 
way Association of the State of New York and to the pro- 
posed conference between representatives of the national 
telephone, telegraph, lighting, power and electric railway 
associations. Professor Richey then read paragraph by 
paragraph and discussed the specifications for the joint 
use of poles as formulated but not presented to the con- 
vention by the Ig1I committee on power distribution. Most 
of the changes which were suggested related chiefly to the 
use of greater clearances between the different classes of 
wires. 

The next subject was concrete, latticed and tubular 
poles, including settings for iron poles. There was no dis- 
cussion on this topic, as this has been referred to a sub- 
committee consisting of William Roberts (chairman), 
superintendent motive power Northern Ohio Traction & 
Light Company, Akron, Ohio: Gaylord Thompson, an 
Edward Hayden, superintendent of overhead construction 
Indianapolis Traction & Terminal Company, Indianapolis, 
Ind. The report of this sub-committee will be considere’ 
at the next meeting of the committee on power distribu- 
tion. 

Mr. Corning explained the steps which were being taken 
in the matter of preparing specifications and tests for high- 
grade rubber insulating compound. The report on this 
subject is to be made jointly by a sub-committee of the com- 
mittee on equipment consisting of Messrs. Patterson, 


ELECTRIC RAILWAY 


JOURNAL. 353 


Youngstown, Clark, Baltimore, and Blair, Montreal, and by 
a sub-committee of the committee on power distribution, 
consisting of Messrs. Corning, Thompson and Barnard. 

It was decided that the consideration of a revision of the 
resent standard copper wire table should be postponed 
until Secretary Donecker had obtained and transmitted in- 
formation to the chairman of the committee concerning the 
roposed wire tables of the United States. Bureau of 
Standards, } 

The report on a standard stranding table will be made 
-y Messrs, Corning and Richey. 

The application of trolley guards was next considered. 
lhe report on this subject will be made by a sub-committee 
consisting of Messrs. Harte, Cadle and Roberts. 

The subjects of revision of specifications for high-ten- 
sion, three-conductor, paper-insulated, lead-covered cable 
and for single-conductor, paper-insulated, lead-covered cable 
for 1200 volts were not referred to a sub-committee but will 
be considered by correspondence between the chairman and 
the committee members as a preliminary to the final discus- 
sion at the next meeting, 

The revision of specifications for overhead crossings of 
electric light and power. transmission lines was next taken 
up. After an extended discussion of the 1911 joint speci- 
fications, it was decided to have Messrs. Richey, Harte 
and Barnard serve as a sub-committee to consider any ob- 
jections which may be brought forward by the represen- 
tatives of the steam railway, lighting and other associa- 
tions which are interested in this subject. 

The advisability of preparing a specification for stand- 
ard overhead material was then discussed. Mr. Harte 
said that there were too many variations in patterns at 
present, which, of course, meant higher prices. He sug- 
gested that a tentative outline specification be drawn up 
for submission to both the manufacturers and the commit- 
tee as a whole. This draft will be prepared by a sub-com- 
mittee consisting of Messrs. Harte, Cadle and Hayden. — 

Following this, the committee decided that the matter 
of specifications for overhead crossings of trolley contact 
wires over railroad tracks and for overhead crossings of 
foreign wires with railway wires be postponed until the 
revision of the specifications for overhead crossings of 
electric light and power transmission lines had been settled 
as hereinbefore noted. 

The last subject considered was that of specifications 
for copper trolley wire. It was pointed out that the speci- 
fications of the American Society for Testing Materials 
for hard-drawn copper wire were not made to meet in the 
best way the conditions peculiar to electric railway service. 
It was particularly desirable to have torsion. tests. to dis- 
cover inner defects. Messrs. Richey and Harte were ap- 
pointed as a sub-committee to confer the following day 
with a sub-committee of the American Society for Test- 
ing Materials. C. F. Woods, Arthur D. Little’s. Labora- 
tory, Boston, is also a member: of this sub-committee, , 

SATURDAY SESSION 

The Saturday session consisted of a conference on rub- 
ber-covered wire between representatives of the equipment 
and power distribution committee of the . Engineering 
Association and of a conference on copper trolley wire be- 
tween representatives of the power distribution committee 
of the Engineering Association and a committee from the 
American Society for Testing Materials. 

The joint meeting on rubber-covered wires was attended 
by Messrs. Barnard, Blair, Corning and Thompson. One 
member stated that rubber-covered wires taken off of his 
cars after seventeen to twenty years’ service showed a 
very good state of preservation. Samples of this wire will 
be compared with rubber-covered wire now on the market 
with the view of determining what percentage of Para 
rubber is necessary for 600-volt service. The general sub- 
ject of rubber-covered wire was then discussed at length. 
A series of questions will be sent to users of rubber-cov- 
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ered wire to compare the experiences which have been 
gained with different grades for both car and transmission 


equipment. 


The joint meeting on copper trolley wire was attended 
by Messrs. Richey, Harte and Roberts, for the Engineer- 
ing Association, and J. A. Capp, General Electric Com- 
pany; W. H. Bassett, American Brass Company; ilemelie 
Tinsley, American Steel & Wire Company, and C. D. Gray, 
J. G. White & Company, for the American Society for 


Testing Materials. 


The conference discussed the advis- 


ability of bringing the specifications of the association and 


society to a common basis. 


The conferees adopted a ten- 


tative basis for such settlement and will meet again in the 


near future for further discussion. 


A final session of the committee on power distribution 


was held on Saturday afternoon, 


It is planned to have a 


final meeting of the entire committee some time during 


next May. 


SUBURBAN AND TRUNK LINE PRACTICE OF THE 
PRUSSIAN-HESSIAN STATE RAILROADS 


The following tabular summary of the principal features 
of the Blankenese-Ohlsdorf suburban line and the Dessau- 
Bitterfeld trunk line of the Prussian-Hessian State Rail- 
ways has been prepared by Elektrische Kraftbetriebe und 


Bahnen. 


The Blankenese-Ohlsdorf line was described in 


the StrEET RAILWay JourNAL for April 6, 1907, and Oct. 
12, 1907, and in the Erectric RaAtLway JouRNAL for Oct. 


23, 1909. 


The Dessau-Bitterfeld electrification was de- 


scribed in the Erectric RatLway Journal for Noy. 4, 


TO UU wNOVE Ut OLIN ande cee 2y TOM te 


line also appears in this issue. 


Blankenese-Ohlsdorf. 
Electric operation began.Jan. 29, 1908 


Lengphe of route. ccc sis 16.5 miles 
Weneth Of track sete «css 38.4 miles 
Maximum grade........ 1.25 per cent 


Radius of sharpest curve.984 ft on open track; 
820 ft. at stations 

Overhead line.......... Catenary with  auto- 
matic tension adjust- 
ment for trolley 

Height of trolley above 

toprol tailstccns cece 5:7 ft. to 17 ff.,. Sie- 

mens-Schuckert type 


Trolley potential..... --6300 volts 
PEC CHICH Ee yeletsleisieis e\sial= 25 cycles 
Power stations.......... 1 steam 
Rated, capacity... 0. 8750 kw 


Number of machines...7 single-phase turbines 


IS OUEIS merteterererslas.atetel erp ..-16 water-tube 

RGG] e ovaater srarevstsivi w steyacdisee Anthracite 

Fuel per kw-hour....... 3.75 lb. to 4 Ib. 

PTGADGMUSSION stacey scr ad 9.1 miles of pole line at 
30,000 volts 

SUDSEALLOMS a aiteieb ele s\ei0) «6 1 substation 9.1 miles 


from power Station 
Number of locomotives. None 


Number of motor cars..139 twin-motor cars 
Train make-upw. ssn. 0. +> Maximum of four twin- 
motor cars 
Locomotives welght...6. oe ewve cue 
Motors per locomotive. . 
Weight of train, includ- 
ing locomotive........ 


Motor car weight with-Siemens-Schuckert, 62 
Oth  PasSenGersv i. cue to 69 metric tons; 
Allgemeine, 61 to 71 
metric tons 
Seats per motor car..... 122 to 124 
Number of motors per 


hp to 180 hp; Allge- 
meine, 115 hp to 200 


Tractive effort at wheel 


rim when starting..... 6600 Ib. 
Weight per axle........ 13.3 to 14.5 metric tons 
Weight of complete 
CLE cater cai enews sie ap retete 28.600 Ih. 
Schedule speed......... 18.6 m.p.h. 
Average distance between 
BLALONA lei eshnGr seie 1 mile 


An article on the 


Dessau-Bitterfeld. 


Jan. 18, 1911 

16.1 miles 

47.7 miles 

0.42 per cent 

1968 ft. for a length of 
416 ft. 

Catenary with auto- 
matie tension adjust- 
ment for trolley 


15.1 ft. to 19i7 ft, All 
gemeine and Sie- 
mens-Schuckert types 

10,000 volts 

15 cycles 

1 steam 

3000 kw 

1 A.E.C, single-phase 
generator and Curtis 
turbine 


and 2.73 miles of 
conduit in parallel at 
60,000 volts. 

1 substation with two 
1800-kva__ transform- 
ers 

2 express, 1 
2 freight. 

None 

As in steam service 


local and 


64 to 92 metric tons 
Ll or 2 


tons and 

express 
1400 me- 
and more 


350 metric 
more for 
passenger; 
tric tons 
for freight 


Maximum of 49.6 m.ph. 


2 miles 
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ADELAIDE CONFERENCE OF AUSTRALASIAN STREET 
RAILWAY MEN 


The third annual conference of the Australasian Railway 
Officers’ Association began at Adelaide, Nov. 1, 1911. Rep- 
resentatives were present from the following companies: 
New South Wales Government Tramways, Hobart Electric 
Tramways, Ballarat & Bendigo Tramways, Malvern & 
Prahran Tramways, St. Kilda-Brighton Tramways, Cor- 
poration Tramways of Wellington (New Zealand) and 
Adelaide Tramways. 

The presidential address was delivered by O. W. Brain, 
electrical engineer New South Wales Government Railways 
& Tramways. Mr. Brain discussed the electrification prob- 
lems of Australasia in the light of the experiences obtained 
in the United States and Europe with alternating-current, 
high-tension direct-current, and self-propelled cars of gaso- 
line and storage battery types. He thought that the 1200- 
volt d.c. system was desirable in certain cases for the exten- 
sion of 600-volt d.c. lines, but that under certain other con- 
ditions the interests of the Australasian public would best 
be served by the higher voltage single-phase current. It 
therefore behooved the members of the association to ap- 
proach with an open mind the use of 6600-volt lines in the 
streets. The question of safety was really one of efficient 
management and good engineering. Even a fallen high- 
pressure wire was not so dangerous on the road as a high- 
speed automobile with an intoxicated chauffeur. Immunity 
from fallen wires could, humanly speaking, be. absolutely 
assured by the adoption of modern catenary construction. 

The members of the conference were guests of the Ade- 
laide Tramway System. During the conference the follow- 
ing papers were read and discussed: “A Brief Description 
of the Adelaide Tramway System,” by W. G. T. Goodman, 
chief engineer and general manager Adelaide Tramways; 
“Wheels and Axles,” by F. B. Shenstone, works manager 
New South Wales Government Tramways; “Use of Meters 
on Cars,” by Mr. Wickham; “Depreciation and Sinking 
Fund,” by C. A. Smith, accountant Adelaide Tramways; 
“Operation of Turbines and Turbo-Alternators,” by J. 
Coghlan, station superintendent Adelaide Tramways, and 
“A Note on Discipline,” by S. Russell Booth, secretary 
Adelaide Tramways. 

The following officers were elected: President, W. G. T. 
Goodman, Adelaide; vice-presidents, J. S. Badger, Brisbane, 
and J. J. Walklate, Auckland; executive committee, O. W. 
Brain, Sydney; P. J. Pringle, Ballarat, and R. O. Petersen, 
Wellington; secretary and treasurer, S. Russell Booth, 
Adelaide; auditors, S. W. Ramsay, Melbourne, and C. A, 
Smith, Adelaide. 


SUBWAY FRANCHISE FOR NAPLES. ITALY 


Consul General James A. Smith, Genoa, reports that a 
concession for the first city subway in Italy, to be con- 
structed at Naples, has just been granted to the Société 
Frangaise-Italienne des Chemins de fer Metropolitaines de 
Naples, with an initial capital of 16,000,000 lire ($3,088,- 
000). The estimated cost, 30,000,000 lire ($5,790,000), is to 
be met entirely by the concessionary company and without 
subsidy or grant of any kind. The capital is largely French. 
A heavy bond has been given by the company for carrying 
out the stipulations of the concession. The line will be both 
urban and interurban, the former with a total length of 
4.97 miles and the latter 6.21 miles. It is to be completed in 
four years. Similar projects are under consideration both at 
Genoa and Rome. The construction of the line offers an 
opportunity to American manufacturers of electrical ma- 
chinery and material to compete for furnishing the neces- 
sary equipment. Mr. Smith suggests that the concessionaire 
should be communicated with as early as possible. 
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MR. MELLEN TESTIFIES ON COMMUTATION RATES 


Charles S. Mellen, president of the New York, New 
aie & Hartford Railroad, testified before the New York 
‘ublic Service Commission, Second District, in New York 
ae teiagres olga the increased commutation 
; é entral Terminal and points in 
\\ estchester County. He discussed various affairs of the 
company, including the construction of the subsidiary New 
York, Westchester & Boston Railway, which is now nearly 
completed. Mr. Mellen hoped that with the completion of 
this new une commuter trafhe will be diverted to it from 
the New Haven main line, leaving the latter free for 
through passenger and freight business. It was to accom- 
seinen Naa sen oe New York, Westchester & Boston 
ay S been constructed at a present expenditure of 
$30,000,000 or a total estimated expenditure upon com- 
pletion of $40,000,000. 

Mr. Mellen mentioned the reduction in rates on the New 
Haven road in 1906, when it was hoped that lower fares 
would stimulate enough additional traffic to more than 
compensate for the loss in revenue per passenger. The 
time selected for this reduction was unfortunate because 
it was followed almost directly by the panic of 1907. Mr. 
Mellen thought that if this panic had not developed the 
result would have been the increase in revenue which was 
anticipated when the reduction was made. Improvement, 
in fact, was noted in some places, but it was not general 
enough to justify a continuance of the reduced tariffs placed 
in effect in 1906. The eventual effect of the*panic, there- 
fore, was seen in another change in the tariffs. 

Mr. Mellen said that it was the general experience that 
reduced rates stimulate business. The only question to be 
settled is the point at which the reduction shall be stopped. 
A time comes when the net return begins to grow less and 
nullify the effect of the reduction. If better results could 
be obtained, the witness declared that he would be glad to 
reduce the rate to I cent a mile. 

Under cross-examination by attorneys, Mr. Mellen said 
that sometimes some of the commuters wanted to ride free 
and get a chromo. While the company does not have the 
same rates as other railroads, its conditions of operation 
are different from those of other properties. It does not 
own any road running into New York City. If it did, the 
expense of terminals in New York City would be distributed 
over the entire 2200 miles of road. Under the conditions 
by which the company leases its terminal rights from the 
New York & Harlem Railroad it has to pay the major por- 
tion of its commuter rates to that company. The original 
agreement for the use of these terminal rights was made 
in 1848. The New York & Harlem road needed all that it 
could get for the use of the terminal, and the New Haven 
road could not get any other facilities to take the place of 
those it uses. 

Mr. Mellen declared that the man does not live who can 
tell just what it costs to carry a passenger a mile. The 
terminal charge in New York, however, is a specific charge 
on each passenger. Why should he place on the entire road 
the expenses that were definitely assignable to the New 
York business? Such expenses should not be charged 
against the costs of operation around Boston, Providence 
or Fall River. In stating that the situation appeared to be 
impossible of solution, Mr. Mellen said that he thought 
commuters would not be a bit better off if the New Haven 
road should sell its line between Woodlawn and New 
Rochelle to the New York & Harlem Railroad. He thought, 
however, that commuters would gain through the construc- 
tion of the New York, Westchester & Boston Railway. He 
could better afford to fix a lower fare on that road and 
to give in addition a subway or elevated ticket than to re- 
duce the rate of fare on the New Haven main line, It was 
absolutely impossible to give a lower rate of fare with the 
expensive terminal in New York City, 
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BEGINNING OF COMMUTER BUSINESS 

Mr, Mellen hoped that after the completion of the New 
York, Westchester & Boston Railway commuters would 
leave the New Haven main line bodily, and he assured them 
that they would go with his blessing. He said that neither 
the New Haven nor the commuters were to blame for this 
situation. The company in the beginning found that its 
business was all between New York and New Haven. It 
was considered then advisable to fill up the empty seats on 
the regular trains at any price. When the business at the 
stations between these two points developed so that it re- 
quired a special service the profit disappeared. The New 
liaven road, however, was very prosperous in those days, 
and it extended its service without realizing the burden it 
was assuming. When necessities began to develop the com- 
pany made an investigation and found that the rates were 
very much less than they should be. He thought. that they 
were still less than the rates charged by the Long Island 
Railroad, but that they were on a par with other commuta- 
tion rates in the vicinity of New York. 

No road, Mr. Mellen declared, had done as much as the 
New Haven line for its commuters. Particularly in the 
construction of the New York, Westchester & Boston Rail- 
way to relieve existing conditions was this policy evident. 
Under the conditions which required the New Haven road 
to pay a toll for the use of the terminal, Mr. Mellen would 
gladly forego every station stop between New York City 
and New Haven. What advantage was to be derived to the 
company from the construction of the New York, West- 
chester & Boston road except through the relief to the New 
Haven road from the commuter class of business? The 
Westchester road would never pay by itself. The New 
Haven company, however, would make it pay because of 
the people who would travel on it, plus the saving from a 
reduction in traffic to the Grand Central Terminal and the 
reduction in train service to that terminal. 

Mr. Mellen outlined a plan by which it is proposed, if the 
Public Service Commission of the Second District approves, 
to have the New York, Westchester & Boston road use the 
tracks of the New Haven road between New Rochelle 
Junction in New Rochelle and Port Chester, N. Y. The 
New Haven road finds it necessary at any rate to construct 
two additional tracks between those points, making a total 
of six tracks on its right-of-way. Of these tracks, it is 
proposed to use two for freight service, two for express 
passenger service and two for local passenger service. By 
the use of these facilities the New York, Westchester & 
Boston road will be able to give much better service than 
if it carries out its original plan of constructing two tracks 
on separate right-of-way. The original plan provided for 
the construction of separate tracks on a right-of-way which 
at the most remote point would be only one-half mile dis- 
tant from the right-of-way of the New Haven road. 

Mr. Mellen said that under present conditions the com- 
muters had the great additional advantage of electric 
service and that the electrification had been a great expense 
to the company. The commuters owed it to him that the 
rates had not been made higher than they are. He fought 
with his board of directors to keep them at their present 
level, He believed, however, that, so far as any effect on 
the traffic is concerned, the rates could be made still higher 
and, except temporarily, there would not be much decrease 
in business. Even under these conditions it is his best 
judgment that the increase in expense to the company for 
the use of the Grand Central Terminal with the improve- 
ments made in that property is greater than the increase in 
revenue from the advance in rates. It is estimated that 
the cost with the completion of the terminal will be four 
times as much as before the construction of the terminal. 
The terminal charges paid by the New Haven road to the 
New York & Harlem road in 1907 were $560,000. In 1909 
they were $923,000, or 18 cents per capita for each person 
hauled. It is estimated that with the completion of the 
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terminal this expense will be 24 cents per capita. He did 
not want to make the fares prohibitive or to drive the com- 
muters away and wanted to give just as satisfactory service 
as if some profit were made. Looking ahead and without 
making any promises or definite predictions, Mr. Mellen 
thought the time would come when trains in the New York 
subway would operate over the Westchester line to reach 
suburban points. 
ELECTRIFICATION AND BOUQUETS 

Mr. Mellen said that he was not running a charitable 
institution and did not claim to be running one. Instead, 
however, of being served by a narrow-minded, hard-fisted 
corporation, the commuters were being served by a broad- 
minded corporation which was giving more than they would 
have had the heart to ask. Referring again to the subject 
of electrification, Mr. Mellen said that in the beginning of 
its progress in this respect the road had been experimenting 
with the use of electricity, and it was felt that the loss 


would be less with extension to Stamford than if electric 


operation was stopped at Woodlawn. The company would 
have saved $5,000,000 if it had stopped at Woodlawn. A 
road, however, that was willing to spend the money on 
electrification that the New Haven had invested ought to 
have a few bouquets from its passengers. He had never 
found any adjustment of an economic situation that rested 
equally on everybody. However, the company would give 
the commuters the option of using the Grand Central Ter- 
minal and paying for it or of patronizing the new West- 
chester line and not using the Grand Central Terminal and 
not paying for it. The Westchester line will be opened for 
operation about April 1. He said that the terminal charges 
were exacted by the New York Central management, and 
he thought that they were not unreasonable. He did not 
see how that company could afford to reduce the tolls. The 
New Haven road is paying now about 43 per cent of the 
expense of the Grand Central Terminal and he believes 
that this will be increased to 50 per cent by the time of 
completion of the terminal. 

An entirely different method of making commutation 
tates is in existence in the vicinity of Boston, but the sub- 
ject is now before the Board of Railroad Commissioners 
of Massachusetts. Ultimately the situation around Boston 
will not be different from that in the vicinity of New York. 
A satisfactory comparison between the two cities, however, 
cannot be made for the reason that the company makes a 
number of stops within the 5-cent fare zone in Boston. If 
the stops within a distance of 12 or 13 miles of the Boston 
terminal could be discontinued the company would make 
more money than it does. The company believes that it 
gives efficient service to commuters at reasonable rates. If 
the commuters think that the rates are unreasonable the 


company believes that it should present to the commission 


the reasons why the rates are established as they exist. If 
the commission disagrees with the company, Mr. Mellen 
believes that the company should abide by the decision of 
the commission. 


AUSTRIAN INTERURBAN RAILWAY STATISTICS 


The Austrian government has recently issued the oper- 
ating statistics of the so-called secondary railways for the 
year 1909. These lines are either standard-gage or narrow- 
gage cross-country railways, which are generally used as 
feeders for trunk lines. The total right-of-way length of 
such lines was 353 miles, an increase of 6.77 per cent com- 
pared with 1908. About 60 per cent was of standard gage 
and about 179 miles of the total mileage was single track. 
The rolling stock consisted of 8 locomotives, 199 snow 
plows, 2059 motor cars, 1571 passenger trailers and 71 
freight trailers. The passenger cars had a total seating 
capacity of 135,809 and a standing capacity of 60,140. 
Other traffic figures were as follows: Total number of 
passengers carried, 396,631,354; total passenger miles, 757,- 
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397,271; total freight carried, 193,019 metric tons; the total 
gross earnings, $10,944,685; operating expenses, $7,474,705- 
The passenger traffic gave almost 99 per cent ot the total 
earnings. The net surplus for all the electric lines was 
slightly over 8 per cent: Of the 14,341 people employed 
222 were women. The number of employees per mile of 
route operated was forty-two. The total annual wages 
paid for all employees per mile of route was $12,144. 


MONTHLY RESULTS OF PORTLAND RAILWAY, LIGHT 
& POWER COMPANY FOR FIVE YEARS 


The accompanying diagram has been prepared by the 
Portland (Ore.) Railway, Light & Power Company to show 
the changes in gross earnings, net earnings, operating ex- 
penses and the operating ratio during the months of the 
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years from 1907 to Igtt inclusive. It will be noted that the 
gross monthly earnings have increased from a little under 
$270,000 to more than $550,000. The monthly operating 
ratio has decreased to a material degree. 


ELECTRIC TRACTION IN TOKIO 


Since August, 1911, the electric railways in Tokio have 
been owned and operated by the municipality. Tokio has 
shown a remarkable growth during the past five years, ex- 
ceeding in increase in population London, New York, Paris 
and Berlin, and in 1908 it had over 2,000,000 inhabitants. 
‘or its size also the city covers a large area, a fact which 
is a stimulant to ,electric railway transportation. The 
system has at present only 125 miles of track, but the 
municipality has decided to build 110 more miles during 
the next four years. The following table presents some 
statistics of the system: 


Average Number. Passenger Revenue 


: of Passengers per Day, 
Year. per Day. Yen. 
1907 Kuni dun Grae Ve) ae Cras aoe Rn ie 419,335 14,947.10 
1908 PCR ee OR ka a 438,162 15,423.10 
LG OG)» sire a ticareue ty (ig t> Ee A Nae Se mace ee cea een 466,733 16,363.98 
LODO: . dcdiaud: azy, 95 Spe Lecce, Sete eaeenice Shearer 493,872 17,304.30 
LOL) We ck. ealarares wisteiy SNe ALE re inte nye me etme cam G ebtcor a 18,933.81 


The annual number of rides per inhabitant last year was 


ninety-eight, which is considered a high figure for an 
Oriental city, 


MARCH 2, 1912.] 


ACCIDENTS ON PREPAYMENT AND OTHER ,CARS. IN 
WASHINGTON 


Uhe Capital Traction Company, Washington, D. C., keeps 
a detailed monthly record of the accidents which occur on 
each of its lines. These statistics have become of especial 
interest since the company began to install prepayment 
cars of both the pay-as-you-enter and pay-within types. At 
present the company is operating fifty-one pay-as-you-enter 
cars and 116 pay-within cars. There are also fifty pay- 
within cars on order, which will be delivered this spring. 
From its experience to date the company has concluded 
that the pay-within type of prepayment car is the most 
desirable for its conditions. This opinion is based on the 
accident statistics mentioned. 

The accompanying table, covering the months of October 
and November, 1910, and of October and November, IgIt 
respectively, shows the mileage made by each line and the 
accidents subdivided under the headings of “Fell Boarding 
Moving Cars,” “Fell Leaving Moving Cars,” “Car Siathad 
During Alighting,” “Car Started During Boarding,” “Fell 
in Cars.” The figures for the two months of each year do 


COMPARISON OF CAR ACCIDENTS BEFORE AND AFTER THE INSTALLATION OF PREPAYMENT Cars. 


Line. Date. Mileage 
RELISTED Meehan iA dn pac can Wianxde ss Oct., 1910 75,225 
Oct., 1911 64,189 

Nov., 1910 assez, 

Nov., 1911 63,337 

Mew Jersey Awenue..i. 2.2... 2.005. Oct., 1910 65,539 
Oct., 1911 65,003 

Nov., 1910 63,879 

Nov., 1911 63,302 

en aah oe a, a, a or Oct., 1910 121,437 
Oct., 1911 123,110 

Nov., 1910 118,521 

Nov., 1911 120,140 

UE ERO oe cae we ese ancs ers Oct., 1910 179,420 
Oct., 1911 117,364 

Nov., 1910 174,167 

Nov., 1911 174,857 

ert eet ee, bom vec seek & xe x tw else Oct., 1910 91,502 
Oct., 1911 91,285 

Nov., 1910 87,574 

Nov., 1911 88,280 

Winrudia) Arwesime. 2). 3; ois o o'sin ko vo oe 0 Oct., 1910 80,064 
Oct., 1911 80,446 

Nov., 1910 77,921 

Nov., 1911 78,213 

ieee (CMS Scans enon wee ee ccnw ese Oct., 1910 64,119 
Oct., 1911 65,120 

Nov., 1910 60,453 

Nov., 1911 62,889 


*Five of these accidents occurred 


ELECTRIC RAILWAY JOURNAL. 


on old-style cars in use for one day only. 
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hgures it will be noted that the only class of accidents which 
increased on the pay-within lines was that under the head- 
ing “Fell in Cars.” This class has not proved serious. 

Uhe Fourteenth Street line is equipped with pay-as-you- 
enter cars. On this type of car the rear platform is open, 
a fact which was considered the responsible cause for some 
accidents. The high figures for the two months of rgro, 
however, were due partly to the use of old-style cars during 
the rush-hour service. 

The high accident figures for the Seventh Street line in 
Ig10 are accounted for by the fact that it was equipped 
only with old-style cars. One-half of the Florida Avenue 
line rolling stock was of the pay-within type during a part 
of October, 1911. The figures on this line show that in 
that month thirty-two accidents were due to the old-style 
car as compared with one accident on pay-within cars. The 
single accident for this month under the heading of “Car 
Started During Alighting” was due to the carelessness of 
a motorman who started his car too soon. 

In October, 1911, there were only seven accidents involv- 
ing personal injury. Five of these occurred on the Seventh 
Street line and two on the Florida Avenue line. There 


Fell Board- _Fell Leav- Car Started Car Started Fell 
ing Moving ing Moving During During in 

oes cor Alighting. Boarding. Cars. 

0 0 

0 0 0 1 0 

10 14 0 0 1 

0 0 0 0 2 

3 6 0 0 0 

3 10 1 0 0 

2 a 0 1 0 

1 1 0 0 2 

12 29 1 0 0 

0 1 0 a) 1 

12 12 1 0 1 

0 0 0 0 1 

20 3 2 3 6 

8 5 1 1 8 

19 6 1 0 6 

i5 11 2 1 4 

22 30 3 ) 0 

16 23 1 0 1 

33 24 3 4 3 

13 23 2 2 3 

7 19 1 1 0 

if, pew. 22 old 1 0 0 

110 old 

15 10 0 1 1 

{ 1 old § 4 old 0 0 1 
7 * mixed l 4 mixed 

1 0 0 0 0 

1 1 0 0 1 

0 0 0 0 1 

0 0 0 0 0 


not cover exactly the same routes, because several con- 
solidations and re-routings were made in the meantime. 
But they represent the accidents for the mileage operated 
in each case. 

In October, 1910, the Chevy Chase suburban line was 
practically the only one with a majority of pay-within cars. 
It will be observed from the table that the only accident 
on this line was one where a passenger was boarding a 
moving car. Although 64,119 car miles were operated on 
the Chevy Chase line during November, 1911, there were 
no accidents whatever of the kind described in the headings 
of the table. 

By the end of October, 1911, the navy yard and George- 
town lines, as well as the Chevy Chase line, were equipped 
with pay-within cars. All of the cars of the New Jersey 
Avenue line, with a few exceptions, were also pay-within 
cars. The beneficial result due to the new cars was soon 
apparent. Thus on the navy yard line there were but two 
accidents in November, 1911, as compared with twenty-five 
in November, 1910; on the Georgetown line there was but 
one accident in November, 1911, as compared with twenty- 
six in November, 1910, and on the New Jersey Avenue line 
there were but four accidents in November, 1911, as com- 
pared with ten in November, 1910. In examining these 


were no personal injury accidents on pay-within cars dur- 
ing this period. This compares very favorably with Octo- 
ber, 1910, when there were twenty-one accidents which in- 
volved personal injury. Similarly, the number of severe 
injuries in November, 1911, was ten as compared with 
twenty in November, 1910. 

In November, 1911, there were just fourteen accidents on 
116 pay-within cars, divided as follows: Boarding stand- 
ing cars, three; leaving standing cars, six; slipped in 
street upon leaving standing cars, four; car starting without 
signal, one. It will be seen from this that there was but 
one pay-within car accident during the month which oc- 
curred through negligence of the company or its employees. 

The value of the prepayment car from the standpoint of 
accident prevention is even more evident from the follow- 
ing comparison of the cost of settled claims due to boarding 
and alighting accidents: 


Type. Mileage. Cost per 1000 Miles. 
Non-prepayment ..-...seeesereeee 3,663,143 $1.97 
Pay-as-you-enter.....seeeee eee eenee 1,893,440 rte! 

Pay within ......--eseesceersesees 2,405,792 , she. 


It will be seen from the foregoing table that both types 
of prepayment cars have effected a remarkable reduction 
in the cost per 1000 miles operated. 


COMMUNICATION 
LOW-FARE. EXPERIMENT IN GLASGOW 


CORPORATION TRAMWAYS, 
GLASGOW, SCOTLAND, Jan. 22, 1912. 
To the Editors: 

I am in receipt of your recent letter in regard to a long 
ride for a halfpenny fare. The people of Glasgow and the 
surrounding districts are very much interested in our ex- 
periment, and the daily papers here have been publishing 
the figures of passengers carried and receipts ever since 
the new system of figures was introduced. 

For some years I have been confident that some such 
change was coming, but I have always endeavored to put 
any idea of a further reduction of fares out of the minds 
of the people of Glasgow for a time by asking for a few 
years longer so that we might be able to say that the under- 
taking was in such a position financially that a trial could 
be made with a longer halfpenny ride. In reporting to the 
committee on the proposed concession I estimated that about 
50 per cent of the penny passengers would immediately be- 
come halfpenny passengers. This is practically what has 
been the result. I said that if this transfer 6f passengers 
did take place, and no additional passengers were carried, 
the annual drop in gross revenue would amount to about 
£120,000, and that to make up this loss it would be necessary 
to carry about 60,000,000 more passengers per annum. I| 
did not anticipate, nor did anyone anticipate, that we would 
carry anything like this number of additional passengers. 
I thought that we would, no doubt, carry a good many more, 
and asked the committee to delay the experiment for six 
months, by which time we could have fifty more cars to put 
on the street to cope with the additional traffic. The com- 
mittee, however, desired to make the experiment at once. 

No sooner was the change made than the number of 
passengers carried jumped up enormously, and we are now 
actually carrying at the rate of from 50,000,000 to 60,000,- 
000 additional per annum. This means that the gross 
revenue shows very little change. Of course we have put 
on as many more cars as we have been able to scrape to- 
gether, but, notwithstanding this, we are still unable to meet 
the additional traffic satisfactorily. We have, therefore, 
started to build fifty cars in the workshops of the depart- 
ment, but it will be two or three months before any of these 
are available for service. 

We are now giving a ride of from t mile to 114 miles 
for a halfpenny. Of course, the bulk of the halfpenny 
traffic is in the central area. 

The peak loads in the morning, at the dinner hour and in 
the evening have jumped up very much, This is very 
noticeable in the morning, and perhaps more especially at 
the dinner hour. I believe that a great many people are 
going home for dinner by car who formerly walked and that 
a great many are now going home in the middle of the day 
who formerly did not do so. 

There is no doubt also that there is a great deal more 
transferring from one car to another than there was for- 
merly. Passengers can now take a journey by one car fora 
distance of r mile to 1% miles for a halfpenny, and by 
transferring to another car can again go a similar distance 
for the same fare. These two journeys now cost only 
I penny whereas they formerly cost 2 pence. 

Our great difficulty has been with the conductors. They 
had no doubt a great deal to do before the change, but 
when the great flood of additional passengers burst upon 
them they were quite unable to overtake the work, more 
especially as the increase was confined to certain hours of 
the day and to the central portions of the system. If the 
increased work had been spread over the whole day and 
over the whole system, it would never have been felt. 

I am pleased to say that both passengers and conductors 
are settling down to the altered circumstances, and I trust 
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that in a short time the conductors will feel that they are 
overtaking their work satisfactorily. By having their fares 
ready the passengers are no doubt making it much easier 
for the conductors than they used to do. This is a great 
help to the conductor. ; 

Perhaps you will have noticed that the average tare per 
passenger is now slightly over 0.75 penny, whereas a year 
ago we got an average of I penny from each passenger. I 
do not know how the American companies would manage 
if their average fare were reduced to 1% cents. 

We have not yet said anything of the expenditure side. 
Of course we cannot overtake all this increase of work at 
the same cost. 

Wages are up this year, our staff has been considerably 
increased, and our car mileage is steadily mounting up- 
ward. While the cost of traveling is being reduced, the 
price of material and cost of labor are much higher than 
a year ago, and it looks as if we shall have a much greater 
expenditure to meet next year than ever before. 

The experiment is, as you know, only for a period of 
three months, so that we cannot say much more about it 
until the month of April, when the whole question will be 
gone into again. 

About the pay-as-you-enter car I cannot as yet see day- 
light through this question. It is a very serious question 
for us, more especially when you realize that our conductors 
in Glasgow cannot possibly spend much of their time on the 
platform; indeed, at the busier hours of the day the rear 
platform is jeft very much to take care of itself. 

I shall be very pleased indeed when we find a solution 
of this rear-platform problem. 

JAmes DatryMpLe, General Manager. 


SYNCHRONOUS MOTOR-GENERATOR FOR PITTSBURGH 
RAILWAYS 


An interesting application of a Westinghouse synchron- 
ous motor-generator set is that in the tunnel substation of 
the Pittsburgh Railways Company. In this case a syn- 
chronous motor is used for power factor correction and to 
drive a mechanical load. The machine consists of a 
1500-kw synchronous motor-generator set running at 360 
r.p.m. The generator is wound for 550 volts, direct current, 
and supplies energy to the railway. The motor, wound for 


Synchronous Motor-Generator Set in Pittsburgh 


10,000 volts, 60 cycles, has a rating of 2340 kva and is 
especially designed for operation at 70 per cent power 
factor for Corrective purposes. The size of the motor with 
respect to the generator is shown in the illustration. At 
present the load on the system supplying the motor-genera- 
tor is of such a nature as to make advisable the operation 
of the set at only 100 per cent or at very slightly leading 
power factors. In the event, however, of a change in 
the character of the load, there is available for power factor 
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nc purposes, in addition to the corrective effect of 
pe ce component furnished to the direct-current gen- 
: s 
oo 6 7035 leading wattless kva. In addition to the set 
eile : oe are two similar additional synchronous 
-generator sets in the station. eac ing 1 
i Q ‘ ste , each having a cap r 
of 1000 kw, : ie 


A CONCRETE MIXER FOR STREET RAILWAY TRACK 


The accompanying engravings show the general arrange- 
ment of a portable concrete mixer used for track work 
Aare oinee al dion aay Company. It is a 

3 yd. capacity, made by the Ranseme Con- 
crete Machinery Company, with a power-operated loading 
skip at one side. If desired, a skip can be provided on cack 
side, but under ordinary circumstances material for the 
mixer can be located on only one side of the track on ac- 
count of the obstruction to vehicular traffic. It is this fact 
which makes the batch mixer desirable for electric railway 
service where the mixer has to occupy space in the middle 
of the street. 

Che end discharge from the mixing drum places the green 
concrete between the rails in the most convenient location 
for spreading and, by marking the loading skip so that the 
proper amount of stone and sand for a batch can be 
shoveled in direct from the piles in the street, very rapid 
progress may be made. 

The machine is self-propelled by a 1o-hp motor which 


Concrete Mixer Bucket Down and Elevated. 


also operates the mixing drum and takes power from the 
trolley wire. When the gang working with the machine 
has become accustomed to it the operation 1s practically 
continuous. As will be seen from the photographs, the 
superstructure takes up very little room outside of the 
rails—no more, in fact, when the skip is raised, than the 
ordinary double-truck street car. ; p 

This paper is indebted to E. P. Roundey, engineer of 
maintenance of way at Syracuse, for the facts regarding 
the machine the photographs showing it. 


D. F. Jurgensen, of the Minnesota Railroad and Ware- 
house Commission, recently stated that approximately 55 per 
cent of the broken rails on steam railroads recorded in the 
State of Minnesota were classified as being of good metal. 
Only 45 per cent of the broken rails failed through defects 
in manufacture. 
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“LEAK-PROOF” PISTON PACKING RINGS 


The “Leak-Proof” piston packing ring made by the Me- 
Quay-Norris Manufacturing Company, of St. Louis, of 
which a cut is shown herewith, was first developed for 
motor-driven air compressors on city and interurban cars, 
and its service qualities and dependability have been demon- 


“Leak-Proof” Packing 


strated wherever cylinder lubrication is uncertain and tem- 
peratures are high. It has gained widespread favor in the 
automobile field, and has even been used for pumps and 
engines with cylinders measuring as much as 36 in. in 
diameter. 

The ring is made of two circular pieces of cast iron, each 
of which is L-shaped in section. These two pieces fit 
together to form a ring that is 
rectangular in section. The fact 
that the expansion openings are 
on opposite sides makes the com- 
plete ring continuous in effect and 
avoids the leakage through the 
expansion openings which occurs 
with the plain type of cylinder 
ring. 

The service obtained from these 
rings, which have been in use 
‘several years in the air com- 
pressors of the East St. Louis & 
Suburban Railway and other elec- 
tric railways, is said to have 
shown that they greatly reduce 
the cost of air-compressor main- 
tenance. The expansion of the 
rings evenly against the cylinder 
walls and the avoidance of leak- 
age through the expansion slots 
reduces the air slip to a minimum, 
decreases the heating, and im- 
proves the efficiency of the pump 
as a whole. 

Before the East St. Louis & 
Suburban Railway compressors 
were fitted with these rings the lubrication requirements 
for the compressors were nearly four times the present 
requirements. This oil was blown past the piston rings and 
into the braking system. 


NEW METHOD OF FOLDING TICKETS 


Louis P. Lipps, Cleveland, Ohio, has recently taken out 
a patent for a novel method of folding tickets which are 
sold in strips. Usually, of course, such tickets are folded 
at right angles to the edge of the strip, and as all tickets 
are of the same width the user often tears off two or more 
when he means simply to detach one. By the new method 
every other ticket is made slightly wider than the preceding 
ticket, or else the folds are made obliquely instead of at 
right angles to the edge of the strip, so that the edge of the 
outer ticket projects beyond the next ticket. k 
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LONDON LETTER 


(From Our Regular Correspondent) 


The amalgamation of the Underground Electric Railways 
Company of London with the London General Omnibus 
Company may now be said to be effected, though certain 
details have yet to be arranged. Sir Edgar Speyer, the 
chairman of the Underground Electric Railways Company, 
stated recently that when he first took an active interest in 
London traffic problems no motor omnibuses existed. Now 
that there are tubes in all directions, more than a thousand 
motor omnibuses are operating all over’ London and the 
tramways of the London County Council also carry a great 
many passengers, and he states that there is no city where 
so much overlapping and duplication of traveling facilities 
exist. In his opinion, the co-ordination of all the traffic 
agencies of London can be only a question of time, and it is 
for this reason that the amalgamation of the two companies 
was effected. Competition between the two companies will 
be eliminated, and the amalgamation will give both of them 
greater stability and better chances of profit, while at the 
same time the public will have increased traveling facilities 
and combined fares. To comprehend the magnitude of the 
proposals embodied in the scheme of amalgamation it 1s 
well to bear in mind that the Underground Railways Com- 
pany controls the Baker Street & Waterloo Railway, the 
Great Northern, Piccadilly & Brompton Railway, the Char- 
ing Cross, Euston & Hampstead Railway, the Metropolitan 
District Railway and the London United Tramways, and 
now that it has amalgamated with the London General 
Omnibus Company it will be seen what a large portion of 
the traffic of the metropolis is under its control. 

So great has been the improvement in motor omnibuses 
that the London County Council is considering a report 
from a sub-committee with regard to through bookings with 
motor omnibus companies. Under the act of 1911 the 
Council has an agreement to establish through bookings 
with the underground electric railway companies in London, 
and the committee considers that it might be of considerable 
advantage to the Council and the public if these powers 
were extended so as to include motor omnibus companies. 
It accordingly recommends that authority be sought from 
Parliament to enter into these arrangements. The tendency 
toward mutual understanding between the various London 
trafic interests is increasing, and it is also announced that 
the London United Tramways Company and the Metropoli- 
tan Electric Tramways are about to establish omnibus serv- 
ices to link up various tramway sections in the outskirts of 
the metropolis. The London United Tramways operates in 
the west of London and the Metropolitan in the north of 
London, and Parliament will be asked for powers to link 
these routes by motor omnibuses. It is now stated that 
the Metropolitan Company will commence with about too 
new omnibuses, fitted with the latest equipment, and will 
develop the service along these lines. It is felt that motor 
omnibuses can serve the tramways as feeders, and as the 
capital is small, compared with that necessary for tramways, 
it would appear that extensions of this kind are more likely 
to be made by motor omnibuses than by further sinking of 
capital in tramway enterprise, so far as the suburbs of the 
metropolis are concerned. In the meantime the London 
County Council is evidently seriously concerned about what 
it terms the latest “traffic trust,” and Sir John Benn, the 
leader of the Progressive party; has recently called the at- 
tention of the ratepayers of London to ithe fact that a total 
of £12,000,000 has been invested in the Council tramways. 
He recommends that the Council also should apply to Par- 
liament for powers to run omnibuses to link these tram 
ways. Sir John Benn has also pointed to the fact that while 
the receipts per car mile on the London County Council 
tramways have decreased in the last five years from 12.234. 
to 11.28d. the gross receipts and the net receipts have 
largely increased during that time, and that while it would 
be easy greatly to increase the receipts per car mile, this 
could be done only by compromising the convenience of 
the public. The effort to establish trailer cars by the Lon- 
don County Council has met with considerable opposition. 
The Southwark Borough Council is of opinion that trailer 
cars would render traffic at the Elephant and Castle almost 
impossible, and the Lambeth Borough Council has declared 
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that the use of trailer cars is undesirable as ab indefinitely 
increases the traffic difficulties of the metropolis. 

It is perhaps worthy of note that when the London 
County Council was recently in the market for about S300 
tons of track rails and 1050 tons of slot rails, with various 
accessories, though the lowest tender came from Germany, 
it was ultimately decided to accept the tender of a British 
‘manufacturer despite the fact that this incurred a higher 
expenditure by several thousand pounds. The reasons 
given by the committee were that the difficulties of inspec- 
tion during manufacture are greatly increased when the 
rails are made abroad, that considerable extra cost has to 
be incurred and that there is greater risk of delay. The 
rails in this case will therefore be supplied by Walter Scott, 
Ltd., of Leeds, and, in addition, a sum of 5s. a ton will be 
paid to Mr. Sandberg (the inventor of the Sandberg process 
of high silicon steel rails) for royalty and supervision. 

The Board of Trade returns of tramways and light rail- 
ways in the United Kingdom have recently been issued. 
The mileage in the United Kingdom is now 2597, the 
capital involved £75,672,826, the number of passengers car- 
ried 2,907,000,000, and the net receipts £5,276,060. The 
number of passengers carried in the year 1910-11 is equal 
to about sixty-four times the population of the United 
Kingdom. Fifteen hundred and thirty miles of the total 
are worked by local authorities, and-the remaining 214 miles 
are worked by leasing companies. The net receipts of local 
authorities who work tramway undertakings belonging to 
them or leased from other local authorities amounted to 
£ 3,840,380 on the year’s traffic, and they applied £1,178,795 
toward the reduction of tramway debt and £370,435 in 
relief of rates, while carrying £888,639 to reserve and re- 
newal funds. In the cases of five local authorities and seven 
companies the returns show an excess of working expenses 
over gross receipts. 

The report of the London Electric Railway, which con- 
trols the underground electric railways of London, shows 
that steady progress is being made. All of the various 
tube railways, as well as the District Railway, show dis- 
tinct advances. Contracts for the construction of the ex- 
tensions at Charing Cross and at Paddington have been 
entered into, and the work is progressing satisfactorily. Spe- 
cial mention is made of the moving stairway at Earl’s Court 
Station, which has proved a popular and convenient means 
of interchange between the Great Northern, Piccadilly & 
Brompton tube and the Metropolitan District Railway at 
that point. Powers are to be sought during the present 
session of Parliament to construct an extension of the 
Baker Street & Waterloo tube from its present authorized 
terminus at Paddington Station to the Queen’s Park station 
of the London & North Western Railway. At this point 
a physical junction will be made with this railway’s new 
electrified line to Watford, so that a through service can 
be run from the Elephant and Castle to Watford. Powers 
are also being sought to amalgamate the Edgware & Hamp- 
stead Railway Company with the company and to increase 
its capital powers for that purpose. This railway, as at 
present authorized, extends from the terminus of the Hamp- 
stead tube at Golder’s Green to Edgware, and, if built, the 
railway will form an extension of nearly 5 miles of the 
Charing Cross, Euston & Hampstead tube and should act 
as a valuable feeder to that line. The bill also seeks powers 
to install escalators, to make subway connections at the 
Elephant and Castle station and to construct an additional 
exit at Oxford Circus station, these facilities being necessi- 
tated by the increasing traffic. With regard to the experi- 
ment with escalators, these have now been proved to be 
very popular and to save considerable time. 

The Central London Railway Company’s report for the 
half year shows that the traffic has not been so good as in 
previous years, accounted for largely by the marvelously 
good summer of last year and by the increasing omnibus 
competition. Notwithstanding the diminished traffic, how- 
ever, there has been a very considerable decrease in work- 
ing costs, so that the net result is satisfactory. The con- 
struction of the extension from the Bank to Liverpool 
Street is progressing satisfactorily, and it is hoped that this 
will be open for traffic about the middle of the year. The 
bill for through running to the Ealing Broadway station of 
the Great Western Railway has received the royal assent. 
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News of Electric Railways 


Terms of New Subway Proposal in New York 


A letter addressed by T. P. Shonts, president of the 
Interborough Rapid Transit Company of New York, on 
Feb, 27 to W. R. Willcox, chairman New York Public 
Service Commission, First District, contains the details of 
the new proposal for extension and development of the 
existing subway and elevated systems. An abstract of the 
letter of Mr. Shonts, giving the principal terms, follows: 
_The company will accept the lines assigned to it by the 
city in the joint transit conferees’ report in the summer of 
IgII under the terms stated below. 

The proposed subway lines are as follows: 

A four-track subway line proceeding from Park Avenue 
at a point between Thirty-second Street and Forty-second 
Street to a point on Lexington Avenue between Forty-third 
and Forty-fourth Streets; thence under Lexington Avenue 
and the Harlem River to about tssth Street: thence via 
Park Avenue, private property and Mott Avenue with four 
tracks to a point of connection with the West Farms di- 
vision of the existing subway at 149th Street; thence three 
tracks, part subway and part elevated, to 162d Street; 
thence as an elevated three-track line to the intersection of 
Jerome Avenue with Woodlawn Road. 

A two-track subway line diverging fiom the proposed 
Lexington Avenue line at or about 135th Street, under 
private property, through 138th Street to Southern Boule- 
vard; thence to Whitlock Avenue and to Westchester Ave- 
nue, and thence as a two-track and three-track elevated 
line through Westchester Avenue to Pelham Bay Park. 

A subway line proceeding southerly from Times Square 
under Seventh Avenue as extended, Varick Street, West 
Broadway and Greenwich Street to the Battery, as far as 
possible as a four-track road. 

A two-track tunnel from Whitehall Street, via Montague 
Street, to Borough Hall in Brooklyn; or a two-track tunnel 
via Liberty Street, Maiden Lane and Pineapple Street to 
Borough Hall in Brooklyn. 

A two-track subway line running easterly under Forty- 
second Street from Times Square to the Belmont tunnel. 

The Belmont tunnel continued as a two-track subway via 
van Alst Avenue and Fourth Street, northward under 
Hunter’s Point Avenue; thence as a two-track and three- 
track elevated road over the yards of the Long Island Rail- 
road to the Queensboro Bridge Plaza and Corona. 

A two-track and three-track elevated railroad from 
Queensboro Plaza via Jackson Avenue and Debevoise Ave- 
nue to Ditmars Avenue, Astoria. 

A two-track and three-track elevated line proceeding 
from a connection with the West Farms division of the 
present subway in Boston Road near 179th Street, thence 
over private property and intersecting streets and along 
the west side of the New York, Westchester & Boston 
Railway to White Plains Avenue, and thence via White 
Plains Avenue to its projected terminus at Becker Avenue 
near the city line. ; 

A four-track subway line from the terminus of the exist- 
ing system at Atlantic Avenue, Brooklyn, under Flatbush 
Avenue and the Eastern Parkway to Buffalo Avenue; also 
a two-track subway extension from Eastern Parkway under 
Nostrand Avenue to Flatbush Avenue, and a three-track 
elevated extension from Eastern Parkway via East Ninety- 
eighth Street and Livonia Avenue through the Brownsville 
district to New Lots Road. 

The right is reserved by the city to grant trackage rights 
over certain sections of the enlarged subway system on a 
basis which shall be equitable to each company. 

The proposed elevated improvements include the follow 
ing: ; ; 

On the Second Avenue line, the completion of the third 
track from City Hall station to 129th Street; on the Third 
Avenue line, the completion of the third track from City 
Hall station to 129th Street and Harlem River; because of 
the junction of the third tracks of the Second and Third 
Avenue lines at the Harlem River, the construction of a 
four-track bridge and a four-track line between the Harlem 


River and 144th Street, and the extension of a thitd track 
thence to 147th Street, with the privilege of thereafter 
extending the third track to the present terminus of the 
Third Avenue line at Bronx Park; and on the Ninth Avenue 
line, the completion of the third track from Rector Street 
to 155th Street. Various extensions are also provided. 

The cost of construction as the work proceeds will be 
paid monthly, one-half by the city and one-half by the 
Interborough company, and the cost of equipment will 
be defrayed wholly by the Interborough company. 

The costs of construction or equipment, whether borne 
hy the city or by the Interborough company, or upon a 
basis of division between the city and the Interborough 
company, shall be the actual cost, and shall include: All 
contracts for original construction work, or for roadbed, 
tracks and station finish; all carrying charges during con- 
struction; engineering expenses, including those of the 
Public Service Commission relating to these lines; extras 
and damages; real estate and easements, and such other 
incidental charges as may be agreed upon, the cost of third- 
tail and signal system to be charged to equipment. 7 

Brokerage charges, not to exceed 3 per cent of the 
$77,000,000 furnished by the company toward the cost of 
construction and equipment, shall be allowed to be amor- 
tized from the earnings of the property during the life of 
the lease; but, if by virtue of the ten-year recapture pro* 
vision any part of the lines constructed, or their equipment’ 
shall be taken over by the city, the city shall pay the actual 
cost to the company of its investment in such construction 
and equipment, less such portion of the financing cost to 
the company as may have been amortized. ; 

The new lines will be operated by the Interborough 
company under a contract with the city which will extend 
over a period of forty-nine years from the time when the 
new subways are put into complete operation; provided, 
however, that the date from which the new leases shall 
run shall not be later than four years from the time that 
formal contract is entered into between the city and the 
company, unless strikes, injunctions or other causes beyond 
the control of the company shall prevent the opening of 
the new lines within that time. 

The leases of the existing subway shall be co-terminus. 
with the lease to operate the new subway lines. ‘on 

So that the city may obtain possession of either a com- 
plete East Side or a complete West Side subway line, the 
Interborough company will consent, provided the lien of 
any duly authorized mortgage be not disturbed, to a modi- 
fication of contracts under which the existing subways are 
operated. 

The new lines constructed under this agreement (except 
either the proposed Seventh Avenue line from Times Square 
to Borough Hall in Brooklyn or the proposed Lexington 
Avenue line and its extensions from Forty-second Street 
northward into the Bronx, in event of the exchange of 
legs proposed) shall be subject to the right of the city 
to take over such new lines at any time after ten years of 
operation, upon paying to the company the amount of its 
investment in construction, plus 15 per cent. This sum 
shall gradually decrease under the provisions of the con- 
tract as the term continues. The actual cost of the equip- 
ment attaching to such lines is also to be paid, plus 15 per 
cent less the amount accrued in any sinking fund created 
for the amortization of the company’s investment in equip- 
ment and any deferred maintenance charges with respect 
thereto. If the city shall take over the new lines after 
ten years from the beginning of operation thereof, it shall 
have the right to take over the lines of the present subway 
at any time after thirty-five years from the date of the 
beginning of operation of such new lines, upon payment 
to the company of a sum equal to the then present worth 
of the unexpired portion of the company’s lease under 
Contracts Nos. 1 and 2, estimated upon the basis of the 
annual net profits for the five-year period immediately 
preceding such recapture, or, if the period of final amortiza- 
tion has been passed, then for the five years immediately 
preceding the completion of amortization. 
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Whatever rights the city shall possess under this offer 
with respect to retaking any of the lines covered by such 
termination shall be subject to assignment, at the city’s 
option, to such third party as the city may designate. 

The Belmont tunnel is to be included at a valuation of 
$3,000,000. ; 

All the subway lines will be operated in connection with 
the present subway lines for a single fare of 5 cents. 

When the new subway lines are in operation the gross 
receipts from operation of the existing subway lines and 
equipment and from the proposed new subway lines and 
equipment. will be pooled for and during the full term of 
forty-nine years, and from the total of such gross receipts 
deductions will be made as follows: 

Operating expenses, including ‘damage for accidents, 
provision for depreciation, renewals and obsolescence, taxes, 
insurance and rentals payable to the city under existing 
subway contracts, and amortization of brokerage charges. 
- A sum, to be paid to the company out of such gross 
receipts for each of the said forty-nine years, to represent 
the average annual income from operation of the existing 
subway lines and equipment for the two fiscal years ending 
June 30, 1911, which is $6,335,000, as compensation for the 
pooling of the receipts of the existing subway and equip- 
ment with those of the new subway lines and equipment; 
for the leveling of the leases of the existing subway and 
the exchange of the legs; for services in connection with 
the operation of the property, and for the company’s agree- 
ment to furnish one-half of the cost of the construction 
of the proposed new subways and the entire cost of the 
equipment thereof. 

A sum equal to 6 per cent per annum for each of the 
forty-nine years upon the investment of the Interborough 
company in the subway lines and equipment. The invest- 
ment of the Interborough company under this clause shall 
not be less than and shall not exceed $77,000,000, or 
$56,000,000 for new construction and $21,000,000 for equip- 
ment. With the company’s capital investment in the pres- 
ent subway, aggregating on June 30, I91I, approximately 
$48,000,000, its total investment shall be $125,000,000. 

If at any time during the lease expenditures for better- 
ments or improvements of the old or new subways, charge- 
able to capital account, shall be required to be made, the 
capital for making such construction, betterments or im- 
provements shall be furnished share and share alike by 
the city and the company, and if expenditures by the way 
of betterments or improvements chargeable to capital ac- 
count shall be required to be made upon the equipment of 
the old or new subways, or if, after the new subways are 
put in operation under said lease, additional equipment 
shall be required, the capital for making such equipment 
betterments, improvements or additions shall be furnished 
by the company, and in either event a sum equal to the 
actual cost of such additional capital, plus a sinking fund 
thereon of not exceeding 1 per cent per annum, shall be 
allowed to the company and to the city respectively, and 
shall be deducted from the gross receipts. Out of the 
sums which the company shall receive, it will pay all 
charges for interest and provide a sinking fund sufficient 
to retire and pay off at maturity the principal of its original 
investment in subway construction and equipment. If, 
however, such sinking fund of 1 per cent shall not be suf- 
ficient to amortize any part of the capital thus furnished by 
the company before the expiration of the lease, the cost, 
less the amount then accumulated in the sinking fund, shall, 
upon the termination of any lease, be paid by the city. 

Any deficiency in any year in meeting the payments to 
the company shall be cumulative and shall be paid off out 
of the subway earnings before payments shall be made to 
the city. 

After the payment of the obligations to the company, 
there shall be deducted, out of the profits, interest and 
sinking fund upon the capital provided by the city for the 
construction of the new lines, and such further sum as 
will bring the payments to be made to the city during the 
entire period of the forty-nine-year lease up to an amount 
equal to 8.76 per cent upon its capital investment in the 
original construction of the new subways. Upon its capital 
investment in the betterments or improvements of the old 
or new subways chargeable to capital account it shall then 
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receive the same rate of compensation as is provided for 
with respect to investments by the company in betterments 
or improvements upon new equipment. Any deficiency in 
any year shall be cumulative and shall be paid off annually 
out of the subway earnings before the equal division of 
profits provided for. 

The remainder of the profits shall annually be divided 
between the city and the company. 


Rapid Transit Developments in Philadelphia 


Mayor Blankenburg of Philadelphia, Pa. has sent a 
copy of the proposed Broad Street subway ordinance to 
Samuel Rea, first vice-president of the Pennsylvania Rail- 
way, and it is understood that a conference of railroad 
officials and engineers will be held soon by request of the 
Mayor, to consider the engineering problems involved in 
the construction of the system. Some changes were made 
in the ordinance first submitted to the Mayor by Robert 
Kelso Cassatt, president of the Philadelphia & Suburban 
Elevated Railway, affecting the methods of making connec- 
tion with the Pennsylvania Railroad and the Reading Rail- 
road in the northern section of the city. It is stipulated that 
the fare shall not exceed 5 cents for a ride between points 
in the city limits and that five-minute headway shall be 
observed for cars and trains in the rush hours of the morn- 
ing and evening. 

According to the Philadelphia Public Ledger, the plan to 
take over the Germantown and Chestnut Hill division and 
run electric trains into the subway from it is not a mere 
tentative proposition but a fully developed feature of the 
whole matter. It is even stated that if the subway-elevated 
system is to be built trains will be run from Broad and 
Filbert Streets to Chestnut Hill. It is also stated that it 
is definitely proposed to electrify the Germantown and 
Chestnut Hill division of the Pennsylvania Railroad from 
North Philadelphia Station to Chestnut Hill, either elevat- 
ing or depressing the tracks in the vicinity of Chelten Ave- 
nue, and making the division a part of the whole subway- 
elevated system. The ordinance will be placed before Coun- 
cils on March 7, 1912. The original ordinance was intro- 
duced about two years ago, but died in committee, the pro- 
moters refusing to make public the names of the promoters, 
as demanded by Mayor Reyburn. 

One of the tentative plans prepared by engineers for the 
proposed subway is to have a loop near Broad Street Sta- 
tion and at one point this loop would pass close to the 
northeast corner of the terminal. This would make it easy 
to run a passageway along the east front of the station to 
reach .the platform of the Market Street elevated at the 
Fifteenth Street Station. The company proposes to have 
stations on Broad Street at Spring Garden Street, Girard, 
Columbia and Susquehanna Avenues and at Park and 
Lehigh Avenues, where the elevated railroads would begin. 
The Girard Avenue station platform would extend well 
down toward Poplar Street. The central branch elevated, 
as projected, would run north on Park Avenue, passing over 
Cambria Street, then by private right-of-way to Glenwood 
Avenue. From here the road would continue along Glen- 
wood Avenue and over private right-of-way over the tracks 
of the New York division of the Pennsylvania Railroad, 
bringing it in touch with the Germantown and Chestnut 
Hill branch of the Pennsylvania Railroad. Continuing, the 
elevated would proceed to Sedgley Avenue, to Germantown 
Avenue, and north on Germantown Avenue to the Wayne 
Junction Station of the Reading Railroad, making possible 
the physical connection of tracks with those of the railroad. 
The westward spur would begin at Park and Lehigh Ave- 
nues and run west on Lehigh Avenue to Thirty-fourth 
Street, to Ridge Avenue and back again to a loop. The 
eastward spur would run from Park and Lehigh Avenues 
eastward along Lehigh Avenue to Kensington Avenue, to 
Frankford Avenue, to the Bustleton pike. An addition has 
been made to the charter of the company so far as this is 
concerned, permitting the construction of the elevated still 
further into the Forty-first Ward. 

The Street Railway Employees’ Protective Union, one of 
the organizations which include in their membership em- 
ployees of the Philadelphia Rapid Transit Company, has 
adopted resolutions requesting that C. O. Pratt be placed on 
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the board of directors of the Philadelphia Rapid Transit 
Company as a representative of the city, and a copy of this 
resolution has been sent to Mayor Blankenburge by Peter 
Driscoll, president of the union. 

fi Plans: for rerouting the car lines now being operated on 
Chestnut and Walnut Streets have been submitted to 
Thomas E. Mitten, chairman of the executive committee of 
the Philadelphia Rapid Transit Company, by President E. 
i}. Berlet and Secretary W. B. Oliver, of the Walnut Street 
Business Association. Several radical changes in the routes 
were suggested, with a view to enlarging the downtown 
shopping area. After the conference Mr, Mitten said that 
he and two experts of the company had heard in detail the 
plans of the committee and would give them further con- 
sideration. 

A delegation from the Walnut Street Business Association 
also waited on the Mayor to secure his co-operation in the 
plan for rerouting. The Mayor promised to go over the 
plan which was presented by the association very carefully. 
He said: 

“IT am not a railroad man, but I feel sure that anything 
that can be accomplished for the good of the city will be 
undertaken by the officials of the Philadelphia Rapid Tran- 
sit Company. If your plan can be accomplished in any way, 
I have no doubt that you will receive the hearty cu-operation 
of both Mr. Mitten and Mr. Stotesbury.” 


George A. Damon on Needs at Los Angeles 


George A. Damon, dean of the School of Engineering of 
Throop Polytechnic Institute, Pasadena, and engineer with 
the Arnold Company, Chicago, IIl., discussed street railway 
problems in Los Angeles and its neighboring cities re- 
cently before the Intercity Commission in South Pasadena. 
In introducing his subject Mr. Damon said: 

“Not until the interurban lines have their private rights- 
of-way into the city will there be any possibility of a per- 
manent high-speed terminal; and, with the eventual growth 
which is bound to come to Los Angeles, the final solution 
probably will be a subway with stations, say, at the Plaza, 
First, Sixth, Eleventh Street and so on. This subway, as 
a matter of course, would likely be built by the city, and 
the right to its use leased to the railways. Even then the 
railway company would never feel entirely safe unless it 
had its own private entrance to fall back upon in the event 
of any serious disagreement between the company and the 
municipality. 

“The problems of the entire district are so thoroughly 
interconnected that it must be found that they can be 
handled in a comprehensive manner only by having a sys- 
tem of district government designed on this center and sub- 
center plan, allowing each center to maintain its individual- 
ity, but joining the unified district in the solution of the 
problems which are common to all.” 

In concluding he said that a consistent transportation 
policy so far as Los Angeles and nearby cities were con- 
cerned should include at least the following: 

“First, the immediate use of San Pedro Street, pending 
a more elaborate terminal. 

“Second, the Pacific Electric Railway should be encour- 
aged to develop and disclose plans for a high-speed terminal 
in Los Angeles, which would be entirely independent of the 
city streets. 

“Third, a system of express through cars should be ar- 
ranged to serve each well-developed center. 

“Fourth, more local cars should be provided between 
centers. A local loop could be put in operation over the 
present tracks connecting Pasadena, South Pasadena, One- 
onta and Oak Knoll, running cars in both directions and 
giving transfers to any of the through cars on the Los 
Angeles main line at such points as would be convenient to 
interchange traffic. 

“Fifth, in connection with the district plan for the entire 
territory, reaching from the mountains to the sea, there 
should be a concerted movement toward the design and 
control of a comprehensive system of transportation, which 
naturally will become the backbone of a united and pros- 
perous community. One of the first requirements of this 
district plan should be the gradual elimination of all dan- 


gerous grade crossings.” 


363 


Approaching the Crisis in Cleveland 


The officials of the Cleveland (Ohio) Railway assert that 
the operating allowance under the Tayler franchise must 
be increased, as the amount produced by 11% cents per 
car mile will not cover the expense of operation. The state- 
ment for January shows a deficit in operating account of 
practically $35,000. J. J. Stanley, president of the company, 
is quoted as saying that the company will ask the city for 
enough to cover the expenditures and that it is needless 
to comment upon the effect any increase will have upon 
the flat 3-cent fare. The interest fund is now about $335,- 
ooo. An increase in the operating allowance would natu- 
vally reduce the amount that would go into the interest 
fund, Since an increase in fare must be made under the 
sliding scale provided in the Tayler grant whenever the in- 
terest fund amounts to less than $300,000, it is evident that 
any additional allowance would soon make it necessary to 
increase the fare. This would mean a charge of 1 cent for 
a transfer. 

Mayor Newton D, Baker, Street Railway Commissioner 
Witt and a number of councilmen have stated that no in- 
crease in the operating allowance will be granted by the 
City Council. They insist that the company is exceeding 
its authority and spending more than the allowance named 
in the grant. The question will probably be submitted to 
arbitration, as provided in the ordinance. Mr. Witt ex- 
pected to have a report ready for the Council meeting on 
I*eb, 26 to show that an increase in the operating allow- 
ance is not necessary, but it was found impossible to com- 
plete the necessary data. 

Mr. Witt conferred recently with the efficiency board 
selected by Mayor Baker to discuss the requested increase 
in operating allowance. Mr. Stanley declined to discuss 
the criticism of the administration in regard to the expend- 
itures of the company. One way to curtail expenses, he 
said, was to reduce the wages of the motormen and con- 
ductors. Another was to operate fewer cars. There is no 
way to tell just what the operating expenses will be for any 
particular month. The company must operate the road as 
best it can, with the lowest expense possible, just as it 
would if there were no figures fixed by ordinance. After 
this meeting it was pointed out to Commissioner Witt that 
an investigation to determine the course of the administra- 
tion as to the expenditures for January was unnecessary as 
he had access to the company’s books. 

The statement of the company for January follows: 
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It is said that the storms in January were responsible 
for an increase of $10,000 in the cost of operation. The 
number of car miles operated was 2,341,121 in January as 
compared with 2,230,000 for January, 1911. 

On Feb. 26, 1912, the Cleveland Electric Illuminating 
Company transmitted to the Council a letter in reply to the 
charges of Mr. Witt that it had refused to furnish power 
to the Cleveland Railway on reasonable terms. This letter 
showed that the proposition made included a price of from 
0.69 to 0.80 cent per kw-hr. According to the letter, the 
company would be compelled to install much additional 
generating equipment before fall in order to be sure that 
the requirements of its own patrons and the railroad could 
be met. As the contract with the railway would be for only 
one year, some way would have to be found to care for the 
additional investment, made especially for this purpose. 
The letter held that the illuminating company’s first obli- 
gation was toward its own patrons. 

On Feb. 22, 1912, the Cleveland papers published an inter- 
view with Mayor Baker in which he stated that the Cleve- 
land Railway Company is not organized to operate the 
road properly. This came as a result of the inability of 
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the operating department to meet the demands of Mr. 
Witt’s new schedule on Superior Avenue. While some of 
the cars were operated on schedule, others were behind 
time and a general demoralization of the service was threat- 
ened. Mr. Stanley announced that he would assume the 
responsibility for any criticism directed at the company. 
Mr. Stanley admits that the service is not what it should 
be, and says that conditions cannot be improved without 
additional cars and power. He holds that the city is re- 
sponsible for not making it possible for the company to 
secure additional equipment. 

On Feb. 26 the Cleveland Electric Illuminating Company 
offered to sell power to the Cleveland Railway at the price 
at which it can be produced in a plant constructed by the 
latter for that purpose. Engineers of the illuminating com- 
pany, the railway and the city were to meet during the 
week commencing Feb. 26, 1912, to determine what it would 
cost the railway to produce power. 

The Council has authorized the expenditure of $332,668 
for track renewals and $287,600 for 100 new trailers. The 
contract for the trailers has been awarded to the G. C. 
Kuhlman Car Company, Cleveland. 


Provisions of Montreal Underground Railway Bill 


The following provisions in regard to the construction and 
operation of underground tramway lines in Montreal are 
contained in a bill which has been introduced in the Legis- 
lature in the interest of the city of Montreal: 


“Notwithstanding any law to the contrary, the city is’ 


authorized: 

“(a) To construct, cause to be constructed, maintain, 
operate or lease in any part of the city one or more under- 
ground tramway lines with cars operated by electricity or 
by any power other than steam and to perform all work to 
that effect; to erect, maintain and operate such buildings, 
workshops and works as it may deem necessary or useful 
for the above purposes; to receive and convey passengers 
on the said lines, when the same shall have been con- 
structed wholly or in part, and to fix and collect the fares 
to be paid by such passengers; to expropriate any immov- 
ables it may require for the construction, maintenance, 
operation or leasing of any such lines or parts of lines of 
underground tramway as well as any workshops, works and 
buildings it may desire to erect. 

“(b) To construct, cause to be constructed, maintain, 
operate or lease one or more tramway lines with cars oper- 
ated by electricity or by any power other than steam on one 
of the banks or both banks of the city’s aqueduct, from the 
Upper Lachine Road to the pumping station at Point St. 
Charles, Atwater Street. 

“To that end, the said city is also authorized to effect 
one or more special loans. not to exceed for the underground 
railway $5,000,000, and for the electric tramway along the 
aqueduct $750,000, which loans shall not form part of the 
consolidated debt of the city.” 


Operation of Interurban Cars in Toledo 


The question of the operation of cars of interurban rail- 
ways in Toledo was discussed at a conference in the Coun- 
cil chamber at Toledo on Feb. 20, 1912. Representatives 
of several of the roads which enter the city were present. 
City Solicitor Schreiber and Attorney Rathbun Fuller, who 
is acting for the Toledo Railways & Light Company, had 
requested the attendance of representatives of the railroads 
in order to settle several points in regard to fare on the 
interurban cars in the city limits. Mr. Schreiber wanted 
the transfer privileges to passengers on the interurban cars 
to be about the same as those afforded passengers on the 
local cars. The representatives of the interurban railroads 
objected to transfers because their use would encourage 
local travel on the interurban cars. It was finally decided 
that a limited system of transfers should be installed. but 
local travel on the interurban cars will be discouraged. 
For instance, transfers issued on the city cars will not be 
good on an interurban car unless the passenger is to ride 
to a point outside the city. The Maumee Valley Railway 
& Light Company, controlled by the Toledo Railways & 
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Light Company, is the only interurban railway that has 
issued and accepted transfers in the past. 

At the meeting of the City Council on Feb. 19 Councilman 
Haworth introduced a resolution providing that the nego- 
tiations with the company should be dropped immediately 
unless men said to have been suspended by the company 
were reinstated at once. Later F, R. Coates, president ot 
the company, denied that any large number of men had 
been discharged. During the last two months about thirty- 
five men had been discharged for cause, principally because 
of carelessness resulting in accidents. 

At the conference on Feb. 23 it was agreed that all trou- 
bles between the company and its employees shall be set- 
tled by arbitration and that the award of the arbitration 
board shall be binding on both sides. Demands upon the 
company are to be submitted to arbitration immediately 
after it has been definitely ascertained that they will not 
be granted. The Council, through the Mayor, is to appoint 
one member of the board and the company is to appoint 
another member. These two will choose the third member. 
The appointments are to be made within one day after the 
Council directs arbitration, and the third man must be se- 
lected within two days. If the two members of the board 
disagree on the selection of the third member, the Council 
is empowered to make this appointment. 

A clause will be inserted in the franchise to the effect 
that the company must employ residents of Toledo as 
motormen and conductors as far as possible. Another lim- 
itation that will be inserted is that employees must not 
work more than ten hours a day, or seventy hours a week, 
and that the hours of work must be confined within a con- 
secutive period of twelve hours. 


Service Requirements in Detroit 


In order to expedite matters, the Detroit (Mich.) United 
Railway, through Attorney Van De Mark, pleaded guilty 
in one case in Judge Connolly’s court, on Feb. 19, to the 
charge of failing to observe the ordinance which requires 
cars to be heated properly. Several other cases of the same 
kind are pending. The attorney stated that the company 
furnished plenty of coal to heat the cars and that the crews 
were instructed to see that the cars were kept warm. He 
contended that it would be more reasonable to prosecute 
the conductors who fail to perform their duty. Harry Bul- 
len, superintendent of the company, said he had investi- 
gated the case brought by George Flinn, entry clerk in the 
Corporation Counsel’s office, and found that the fire had 
gone out, but he could not give the cause. The company 
liad to keep 1,100 fires going and it would be strange if 
some of them did not go out occasionally. The court put the 
other cases over to a later date and instructed court of- 
ficials to see that the car crews concerned are present when 
the cases are called. 

Assistant Corporation Counsel Weadock filed a petition 
in the Circuit Court on Feb. 21, 1912, for a writ of man- 
damus to compel the company to comply with the terms of 
its ordinance by operating sufficient modern, clean cars on 
the 3-cent lines to take care of the people in comfort. At 
a recent Council meeting Alderman Garvey introduced a 
resolution similar in its demands. Coupled with this is a 
threat of forfeiture of the franchise unless the terms are 
complied with in thirty days. The company is given until 
March 4, 1912, to file an answer and it is probable that a 
hearing will be had on March 0, 1912. 


Plans for San Francisco’s Municipal Line 


The Supervisors of San Francisco, Cal., at their meeting 
on Feb, 13, 1012, adopted a resolution requesting the Public 
Works Commission to complete the Geary Street municipal 
railroad under the contract plan. Supervisors Bancroft. 
Giannini and Vogelsang said that it had been agreed at a 
conference held with Mayor Rolph and the Public Works 
Commissioners to follow the contract system hereafter as 
all the rights of the laboring men were guarded by the 
charter, which compels the payment of the same wage 
whether the work is being handled by the city directly or 
by contractors. The board also adopted a resolution re- 
questing the Public Works Commission to solicit bids for 
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furnishing cars for the municipal road, in accordance with 
specifications to be prepared by Bion J. Arnold for all 
steel, semi-steel and wood cars. The cars are to be of the 
pay-as-you-enter style with open ends and closed center 
section. The time for operating the present road on Geary 
Street was extended for thirty days from Feb. 16, 1912, with 
the understanding that this extension may be curtailed by 
the public utilities committee should it later be found 
advisable to do so. 

Mr. Arnold has reported to the land and tunnels com- 
mittee of the Supervisors that, in his opinion, the first tunnel 
to be constructed in San Francisco should pass under Fort 
Mason, following the line of Beach Street, from Van Ness 
Avenue to Laguna Street, for the reason that it would 
greatly facilitate the hauling of material to the Harbor 
View site of the Exposition and in addition would lessen 
the cost of teaming. An easy access by rail from all the 
wharves, he said, would be afforded by extending the belt 
railroad to the site. Next in order of importance, in his 
opinion, is the Stockton Street tunnel as projected and then 
the proposed tunnel through Russian Hill, following the line 
of Broadway, from Mason Street on the east to Hyde or 
Larkin Street on the west. 
Francisco, has estimated that the construction of the Stock- 
ton Street tunnel will cost $434,667. This figure includes 
$72,444 allowed for contingencies, contractor's profit and 
engineering. Mr. Manson says that if the property owners 
assessed for the work chose to stretch their payments over 
the full ten years allowed it would be necessary to add 
$136,020 to cover interest and bank charges. 


Providing Funds for Improvements in Pittsburgh 


Brief mention was made in the ELectrric RAILWAY JOURNAL 
of Feb. 24, 1912, page 324, of the special meeting of the stock- 
holders of the Philadelphia Company, Pittsburgh, Pa., which 
has been called for April 29, 1912, to consider a plan to in- 
crease the capital stock of the company from $48,400,000 
to $73,400,000: James H. Reed, president of the company 
and first vice-president of the Pittsburgh Railways, says 
that $10,000,000 will be spent at once to improve the prop- 
erty of the Pittsburgh Railways, the recent conferences 
between the representatives of the company and the city 
having resulted in the approval of a tentative plan for 
betterments. Mr. Reed is quoted in part as follows: 

“There will be more cars ordered. There will be a well 
planned program of track reconstruction and such rerouting 
-of car lines as to effect the greatest efficiency possible and 
with the least delay to movement of cars in the congested 
districts. While the company has sufficient power for its 
present equipment, it will be short of power, probably, with 
the additional cars to be put into service, and so it is pro- 
posed to build an initial section of a new power plant, 
something on the order of the Brunot Island plant, but in 
another location, which can be added to from time to time, 
to give additional power for increasing business. 

“The entire subject is to be taken up in a co-operative 
spirit between the company and the city in so far as the 
improvement of the service is concerned. The spirit of 
antagonism that has for some time held back the company 
in its efforts to meet the wishes of the people and its own 
desires, because of continuous litigation and attack, even 
on the financial credit of the corporation, is, we believe, to 
be changed to one of mutual understanding and a sincere 
desire to accomplish that which both parties really wish to 
see accomplished—a modern and well-equipped electric 
railway service equal to any in the country.” 


Changes in Office Location.—The Buffalo & Lake Erie 
Traction Company, Buffalo, N. Y., has concluded a lease of 
part of the Exchange Building in Erie, Pa., with a view to 
transferring the general office of the company from Buffalo 
to Erie. 

Additional Railroad Inspectors for Massachusetts Rail- 
road Commission.—The Massachusetts Board of Railroad 
Commissioners has appointed three new railroad inspec- 
tors: Michael J. Scully, Springfield, Mass., to take charge 
of the steam railroads south of Boston; Arthur W. Hodges, 
Newton, to take charge of street railways south of Boston, 
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and Charles S. Montgomery, Ware, to take charge of steam 
railroads north of Boston. 

_ Decision in Winnipeg Ouster Suit—The British Privy 
Council has decided in favor of the Winnipeg Electric 
Company in the $25,000,000 litigation instituted by the city. 
Phe litigation began in 1906. The Manitoba Supreme Court 
decided all points at issue in favor of the city. An appeal 
was taken to the Privy Council, whose decision is final. 
The city sought to oust the company, contending that it 
occupied the streets without warrant of law, having failed 
to obtain the approval of the Legislative Council for its 
amalgamation with the Winnipeg Street Railway: 

Tunnel Suggested in Los Angeles.—Through its assistant 
general’ manager, C. A. Henderson, and its chief legal 
adviser, W. E. Dunn, the Los Angeles Railway Corporation 
has announced that it is ready to bore a tunnel through 
the Broadway hill, paralleling the present tunnel, in order 
to relieve congestion on the downtown streets and to facili- 
tate the movement of cars to the northern section of the 
city. The corporation stands ready to bore a tunnel at its 
own expense for the exclusive use of street cars, on the con- 
dition that no charge be made for the necessary right-of- 
way or the franchise. 


Electric Railway Construction Instruction at Carnegie 
Schools.—Especial attention will be given to electric rail- 
way construction and motive power maintenance in the 
departments of electrical and mechanical engineering of the 
Carnegie Technical Schools, Pittsburgh, Pa. The new de- 
partment will be under the dean of the School of Applied 
Science. Upon the completion of the new Mechanical Hall 
the students will have the advantage of model working 
equipment and laboratory facilities. On the ground floor 
of the new structure a large area will be reserved for con- 
struction and testing in the transportation department. 


Conditions in Mexico.—F. S. Pearson, president of the 
Mexico Tramways and the Mexican Light & Power Com- 
pany, is quoted in part as follows in regard to conditions in 
Mexico: “Our properties in and about Mexico City, the 
Tramways and the Mexican Light & Power Company, have 
not been disturbed. Our program for new work this 
year on these two properties called for the expenditure of 
about $5,000,000 United States currency. We are building 
extensions of the Tramways lines to Toluca and Pachuca 
that will cost $5,000,000 in gold, but this work will not all 
be done this year. Fully $1,000,000 gold is being expended 
on extensions of the property of the Mexican Light & 
Power Company. This should be sufficient evidence of my 
confidence in the future of Mexico.” 


San Francisco Franchise Expiration.—A number of street 
railway franchises in San Francisco will expire within the 
next two,years, the most important of which is that of the 
Presidio & Ferries Company, which includes the Union 
Street line and its branches to the ferry and to Harbor View. 
This franchise expires on Dec. 10, 1913. Several franchises 
granted to W. H. Martin, of the old Powell Street Railway, 
were issued in 1886 and 1887, and these will expire this 
year. While the main franchise on Powell Street will not 
expire for several years, all of those for the branch lines 
on Clay and Sacramento, from Powell to the ferry, and on 
Mason and Stockton Streets, will run out within twelve 
months. The only other franchises about to expire are 
those of the “Sutro line” on California Street and Thirty- 
second Avenue. 

Municipal Double-Gage Line Favored in Los Angeles, 
Cal.—A step toward the construction of a municipal rail- 
way on San Pedro Street from Aliso Street to Fifth Street, 
Los Angeles, was taken by the legislation committee of the 
City Council on Feb. 8. For two years the Pacific Electric 
Company has applied for a franchise on San Pedro Street, 
that it might relieve congested traffic conditions on Main 
Street. Action has been deferred because property owners © 
on San Pedro Street and in the northeastern part of the 
city have demanded that when the franchise is granted it 
shall be for local narrow-gage service as well as broad-gage 
interurban service. The legislation committee of the Coun- 
cil has now recommended that the city engineer be in- 
structed to prepare an estimate of the cost of building 
a three-rail line on San Pedro Street. If such a line is built 
by the city, it is proposed that it be leased to the railway 
companies, if there are no legal obstacles. 4 
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Construction Progress on East St. Louis, Columbia & 
Waterloo Railway——The East St. Louis, Columbia & 
Waterloo Railway, which is just completing a 23-mile elec- 
tric road, will open it for traffic March 1, 1912. This road 
serves a densely populated district lying in the Mississippi 
Valley south of East St. Louis, Ill, and runs through a 
number of small towns and the cities of Columbia and 
Waterloo. Contracts have been closed with the East St. 
Louis Railway for trackage rights through East St. Louis 
to the east end of the Eads Bridge, and arrangements have 
also been made with the East St. Louis Electric Railway, 
which has exclusive trackage rights on the top deck of 
the Eads Bridge, for power for the entire line and trackage 
across the bridge. This latter arrangement allows the 
Waterloo company to run its cars to the west end of the 
bridge, which is in the center of the St. Louis retail dis- 
trict. The growth of the territory traversed has been 
restricted to a certain extent owing to poor railroad facili- 
ties. The Waterloo company took advantage of this situa- 
tion and is prepared to carry not only passengers but all 
kinds of bulk freight. Edwin Courades, of St. Louis, presi- 
dent, and Baxter L. Brown, chief engineer, have supervised 
the construction of the road and it is understood that this 
organization will operate it. 

Transit Suggestions in Providence, R. I—The Rhode 
Island Company, Providence, R. I., has offered to pay a flat 
sum of $750,000 or an annual rental of $30,000 for the ex- 
clusive right to lay and maintain rails upon an easy-grade 
street to the east side of Providence, R. I., if the city will 
build such a street. While the company expresses its will- 
ingness to construct a tunnel if the city so desires, it ex- 
presses the opinion that both the city and the company 
would be better off if an easy-grade street was decided upon. 
The company makes two propositions, one with regard to 
the construction of a tunnel and the other for an easy-grade 
street. Both are submitted with the understanding that 
they shall remain open for a reasonable length of time and 
that the company shall have an exclusive franchise for 
twenty years. In case the city decides upon the construc- 
tion of a tunnel the company offers to build it and to pay 
the entire cost, provided, however, that it shall receive ex- 
clusive rights to its use and that when completed it will be 
the property of the company. If the city should at any time 
desire to purchase the tunnel with its tracks and appur- 
tenances, it may do so by paying the amount which the 
construction of the tunnel cost the company. In such a 
case, it is provided that the city shall lease the tunnel to 
the company at a rental to be agreed upon. The offer con- 
cludes with the statement that the company believes that 
one organization should operate all cars run through the 
streets of the city, but the company offers, for a fair com- 
pensation, to transport through the proposed tunnel or over 
the proposed easy approach the cars of any other street 
railway connecting with the lines of the Rhode Island Com- 
pany. 


LEGISLATION AFFECTING ELECTRIC RAILWAYS 


MARYLAND 


It is expected that most of the measures in the General 
Assembly which would affect the public service corpora- 
tions will be referred to the Public Service Commission by 
the House of Delegates. By a resolution recently adopted 
by the House the Public Service Commission was asked to 
advise with the General Assembly or any committee as to 
whether bills which would affect the public service cor- 
porations were subjects for legislative action or came with- 
in the scope of the powers of the commission. To date 
twelve of such measures have been introduced. The bills 
would provide: A 5-cent fare over the lines of the United 
Railways & Electric Company, Baltimore, between the east- 
ern city limits and the western end of Bear Creek bridge; 
amend the Public Service Commission law so as to require 
the United Railways & Electric Company to equip its cars 
with vestibules; give the commission power to order com- 
mutation tickets; incorporate the Eastern Shore Power, 
Light & Railway Company; require the United Railways & 
Electric Company to heat its cars with electricity from 
Oct. 1 to March 25, the act to be effective from March 1, 
1912; ratify the assignment of the property of the Wash- 
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ington, Baltimore & Annapolis Electric Railway as pro- 
vided for in the reorganization and as already approved 
by the Public Service Commission; fix the fare over, the 
Paltimore, South Baltimore & Curtis Bay Railroad between 
points in Baltimore at 5 cents; fix the penalty for expec- 
torating on the floor of a street car or railroad coach at $5. 


MASSACHUSETTS 


The committee on street railways has reported leave to 
withdraw House Bill 1292, accompanying the petition of 
J. G. Stevens for legislation to require street railways to 
furnish police protection for the safety of the public at ter- 
minals or other stations, upon request of the municipal 
authorities. The House has accepted the report. An ad- 
verse report by the same committee has been received on 
House Bill 1293, which requires Boston subways to be kept 
open all night. Both branches have accepted the adverse 
report of the committee on House Bill 877, requiring abut- 
ters to pay damages to street railways securing locations 
in front of their properties. A similar action has been 
taken upon House Bill 400, requiring the removal of certain 
street railway service from Washington Street, Boston. 
The bill authorizing the Boston, Revere Beach & Lynn 
Railroad to acquire the Point Shirley Street Railway has 
been passed to be engrossed. The Senate has accepted the 
adverse report of the committee on metropolitan affairs 
upon the bill to provide for the construction of a subway 
in Huntington Avenue, Boston. 


NEW YORK 


On Feb. 27, 1912, the Assembly passed the annual appro- 
priation bill and a resolution which provides for final ad- 
journment on March 29. The Senate also passed the bill 
for adjournment on March 29. Last year the session was 
not concluded until Oct. 6. The appropriation bill passed 
by the Assembly carries $27,294,400, an increase of $1,434,- 
400 over last year. On Feb. 27 the Senate by a vote of 
42 to 2 sustained an adverse report of its finance commit- 
tee on the nomination of Edward G. Riggs as a member 
of the Public Service Commission of the First District of 
New York. Under a resolution adopted in caucus it was 
decided to postpone action on the nomination of Herbert 
P. Bissell as a member of the Public Service Commission 
of the Second District. A bill has been introduced in the 
Assembly to amend the tax law in relation to the franchise 
tax on corporations so as to substitute for the present tax 
upon the capital stock a tax graded according to the amount 
paid in dividends. The use of center-bearing rails in vil- 
lages with a population of less than 750 would be permitted 
by a bill introduced in the Assembly. At present the use 
of such rails in the streets of any incorporated city or vil- 
lage is prohibited. A bill has been introduced in the Sen- 
ate to amend the transportation corporations law in rela- 
tion to the powers of corporations generating, manufactur- 
ing and using electricity. A bill has been introduced in 
the Senate to permit the construction-of a street railway 
in Pelham Bay Park, New York. This is the same as the 
Assembly bill introduced previously. A bill has been in- 
troduced in the Senate to remove the prohibition against 
the construction and operation of a railroad in Greene 
Avenue, Brooklyn, from Broadway to the Queens County 
line. 


PROGRAM OF ASSOCIATION MEETINGS 


Central Electric Traffic Association 

The next regular meeting of the Central Electric Traffic 
Association will be held at the Hotel Norval, Lima. Ohio. on 
March 13, 1912.. 


Central Electric Railway Association 


Owing to other conventions which are to be held at In- 
dianapolis, Ind., the executive committee of the Central 
Electric Railway Association, voting by mail, decided to 
change the date of the meeting from March 28, 1912, to 
Thursday, April 4, 1912. The meeting will be held at the 
Claypool Hotel, Indianapolis, and the session will begin 
at Q-a. m. 
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Financial and Corporate 


Stock and Money Markets 


Feb. 28, 1912. 

There was a general upward movement of prices in the 
New York stock market to-day. The principal gains were 
in the stocks of the Reading Company, Union Pacific Rail- 
way and the United States Steel Corporation. One of the 
developments of the day was a further rise in the price of 
copper. Rates in the money market were: Call, 2@2™% per 
cent; sixty days, 25¢@3 per cent; ninety days, 3@3% per 
cent. 

In the Philadelphia market the feature of interest was 
the resumption of selling of Union Traction stock, which 
declined to less than 50 for the first time this year. 

In Chicago there was a good demand at steady prices for 
Chicago Railways 5's, while City & Connecting Railway 
5's were slightly lower. 

In the Boston market the stock of the Boston Elevated 
was a feature. 

In the Baltimore market price changes were small, with 
interest centered in the preferred stock of the Consoli- 
dated Gas, Electric Light & Power Company. 

Quotations of traction and manufacturing securities as 
compared with last week follow: 


Feb. 20. Feb. 28. 
American Brake Shoe & Foundry (common)......... a94 a95% 
American Brake Shoe & Foundry (preferred)....... al32 al32% 
American Cities Company (common)...............- *29%4 *2934 
American Cities Company (preferred).............. *80% *80% 
American Light & Traction Company (common).....a302 a300 
American Light & Traction Company (preferred)....al108 al08 
American Railways Company ......+...00seseeeee es 1534 te 
Aurora, Elgin & Chicago Railroad (common)........ a43 
Aurora, Elgin & Chicago Railroad (preferred)...... { a87 
OS ag cn ne al33%4 
Boston Suburban Electric Companies (common)..... al5 
Boston Suburban Electric Companies (preferred)..... a76 
Boston & Worcester Electric Companies (common)... al2% al2y% 
Boston & Worcester Electric Companies (preferred).. a57 a5o 
Brooklyn Rapid Transit Company ................+. 78 78% 
Capital Traction Company, Washington............. al23% al23% 
Riemeigeh s Moab SPR TWRA eons oe oo one wenn es cue ens al90 a190 
Chicago Elevated Railways (common) .............. a36% a35% 
Chicago Elevated Railways eee SES sense ae » a94 a94 
Chueace, Railways, pleptm, cti.. 1... 2... ce ceccsccecss al00_— a98 
Rede: DStwOeR. TCH. CLT, Des < wo nan = apes ware ei a35% a35 
Chiesacs. Railways, pteptg., ctf.- 32... 2. 2.c nc ceceets al0% a9 34 
Chicags Baslways, piepte., cts. 41... 62 ree nncecnees a6 a534 
Pemewnaien tetteet astway, 6 oa oo aes s oslo cnc ne sok ss al30% al32% 
eee AUR ca Sys sede Gece Se wwe ds ees ss al05% al05% 
Cleveland, Southwestern & Columbus Ry. (common).. *4 *4 
Cleveland, Southwestern & Columbus Ry. (preferred). *33 73a 
Columbus Railway & Light Company................ a80 a85 
Columbus Railway (common) .............-+-0+2+0-> a80 a80 
Columbus Railway (preferred) .............--2e0+-- a92% a92y 
Dayton Street Railway (common)..........-.++-++-- a25 a25 
Dayton Street Railway (preferred)...............-- al01 al01 
Denver & Northwestern Railway........-.++.sseeeee 137 137 
Detrow Uaited  Matlway -<--6.ccccec es cccnensasivens a70 a70 
General Electric Company ......--.--0+05 meena vie 21 160% 
Georgia Railway & Electric Company (common)..... al68 al65 
Georgia Railway & Electric Company (preferred).... a87% a87 ¥4 
Interborough Metropolitan Company (common)...... 17% 1814 
Interborough Metropolitan Company (preferred).... 420% 84 
International Traction Company, 4% notes, rcts..... 75 75 
Indiana Union Traction Company........++++++++++- 9 ks 
Kansas City Railway & Light Company (common)... a22 a22Y% 
Kansas City Railway & Light Company (preferred)... 52 a52 
Lake Shore Electric Railway (common)..........-.- aa? . 
Lake Shore Electric Railway (1st preferred).......- *90 *90 
Lake Shore Electric Railway (2d preferred)......--- 22 22 
Manhattan Railway .........- Does ce des cute nein elas a138 4 a138 
Massachusetts Electric Companies (common)........ a21% a22 
Massachusetts Electric Companies (preferred) Pete acon ag4 et 
Metropolitan Street Railway, New York.....-..-++-- 8 : 
Milwaukee Electric Railway & Light (preferred)..... 105 Hh 
Norfolk Railway & Light Company.....---+-+-++-+++> 26 rs 
North American Company .....+.---+--feseeeeresss 78% oe 
Northern Ohio Light & Traction Company (common), a62 a : 
Northern Ohio Light & Traction Company (preferred) .a105 alo 
Philadelphia Company, Pittsburgh (preferred).....-. a44%4 a53 4 
Philadelphia Company, Pittsburgh (common)....---- 34 2 ee 
Philadelphia Rapid Transit Company.......-+-+--++> 423% rrr, 
Portland Railway, Light & Power Company......--- 704% ha 
Public Service Corporation ....-+sseesereeereenneees awe Me 
Seattle Electric Company (common).....--..++eeees 115% ys 
Seattle Electric Company (preferred).....+-+++++055 102 ne 
Third Avenue Railway, New York.....--+-+++e+eeee te 2Y, 
Toledo Railway & Light Company.......-+++++eseres me mE 
Twin City Rapid Transit, Minneapolis (common).... 106 oe 
United Ry. & Electric Company (Baltimore)....-.--- th oat 
United Rys. Inv. Co. (common)....---.++++++e+sers * cee ly 
United Rys. Inv. Co. (preferred)....-.++-+--+: Prue : re 
Virginia Railway & Power Company (common)..... a47 4 EP 
Virginia Railway & Power Company (preferred)..... a886 ett 
Washington Ry. & Electric Company (common)..... a72 ts #04 b 
Washington Ry. & Electric Company (preferred).... a94 339/ 
West End Street Railway, Boston (common)....-..- a88% aie 4 
West End Street Railway, Boston (preferred)......- pice wire 
Westinghouse Elec. & Mfg. Co..-..+-+-+rseereerrees Ue. ia 
Westinghouse Elec. & Mfg. Co. (ist BIEL Nigcie vse vew'e a k ly 


*Last sale. a Asked. 
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ANNUAL REPORTS 
Salt Lake & Ogden Railway Company 


In connection with the accompanying annual statement 
of the Salt Lake & Ogden Railway Company, Salt Lake City, 
Utah, Simon Bamberger, president and general manager, 
advises that the capital stock was $1,500,000 fully paid and 
therefore not assessable, but that $500,000 of this stock 
has been made preferred. Six per cent interest on the 
latter stock is made payable semi-annually on June 1 and 
Dec. 1. The following statement for the year ending 
Dec. 31, 1911, shows that the interest on the preferred 
stock has been earned more than two times and a half: 


Sraristics FoR YEAR Enprep Dec, 31, 1911. 


Resources: 
PrOpSthv units amt AAT COLSRa «as siereyiinasier remtasi italien’ $1,567,543 
Billstandwaceounts recelyables s.enaccwecte cs pre tiene coe 3 
ACHAONS EO" PLODEKEY wt. clash x gins he Carre ae Ane Uae 1,168,582 
SMOGHS, ‘Ge VSEOTIGIES, J rctiyiiscs qolea vale site irrer ramen a ee 94,506 
SuppMes nom Mandy scrarcnncin le sprees Oa eae ee alee Rn ee 36,576 
SUSDEISE? Ur cikispslacntlora sista cite eintatry Mace are mao Te ise 366 
NOMS EAC Tio UACLIN CL pa urere Wipte cece) eialaate tial eee tere Rott Roe oe eee 10,609 
2,922,723 
Liabilities: : 
Common stock: Outwtar dims; ics cies cust ais treicieneiny Apter RII $1,000,000 
Preferred stock’ outstanding, 6 per cemt........cseeseseeuee 500,000 
ean e preferred stock payable semi-annually June 1 and 
Gils 
Bonded debt outstanding, 5 per cent............0seeeceee- 1,075,000 
Bills payables sce aevssitie sciceisccies taha esiatteatcte ours Gerete mene ere 42,016 
A CCOUMEA SPAY ADLG epe cites rots iereeas ain etal hole Gmuet cate uit cnc Rene 40,125 
ELOSDITAL ACCOUIT chin etsas aiswlviseuies ce oe Ronn ee 4,096 
Reserved tot beiterments, Stes. cc us seuier esa oe eee 34,885 
Unrdividsdis pron’ Sp sist n i. Macey ez s cssrene «lois Sy ern er ROR CE 149,572 
Gainy fore Veat MOM sens cicteniaas = dvomiapm hace siete $128,093 
Bond: ANLERESE” aise die ele aicoiaienn cae stereo 51,063 
ROUT PATTEM iioroayis kk (emia) ey <ifulecs. stal ainite sraiscaue. ater meee ore eater me emer eeerer 77,030 
$2,922,723 
SrATEMENT OF OPERATIONS FOR YEAR EnpeEp Dec. 31, 1911. 
Gross: cartilage tent hos ga ckht ones = cook eects a yane $332,890.72 
Percentage 
of Gross 
Operating expenses: Earnings. 
Maintenance and way structures.............. 26,121 7.9 
Maintenance of equipment ........2s.e..tee. 21,129 6.3 
AMANS POLCABLO Pers ois Aaealo iss enter sie em axel eevee ie 115,674 34.7 
General expenses: 
PIAS airs cer aera: daaleve ete ereieaats let oh hater oleh $15,382 
Insurance ..... tekale tebe onisi es a@aieterpis fea rere ; 
IDEpreciationsy i letcresieire se eihe onecne 12,170 
Salatiess SetC ne nise serene omens 12,401 
a 41,874 12.6 
$204,798 6155 
Wet earnings co.cc. <eces eiishovenecersuaiavnan tees 128,093 38.5 


Adelaide Tramways 


The report of W. G. T. Goodman, chief engineer and 
general manager of the Municipal Tramways Trust, Ade- 
laide, Australia, for the fiscal year ended July 31, 1911, 
shows that this system operated 3,620,222 car miles on elec- 
tric track to carry 31,345,576 passengers, from whom there 
was derived a revenue of about 29 cents per car mile. Dur- 
ing the same period the horse car lines operated 467,170 
car miles and carried 2,757,152 passengers, from whom there 
was derived a revenue of about 14 cents per car mile. On 
the electric lines the average fare per passenger (zone sys- 
tem) was 3.4 cents, the average passengers per car mile 17.2, 
and the average revenue per car hour $2.79. The total 
population served was 131,452. Each person residing in the 
tramway area averaged 259.43 journeys during the year. 
The gross earnings from electric traction were £225,425; 
the operating expenses, £160,922, and the surplus, £64,503. 
The gross earnings from horse traction were £14,307; the 
operating expenses, £24,081, and the deficit, £9,774. About 
700 of the 1272 accidents were due to carelessness in leaving 
and boarding cars. Since Aug. 1, 1909, the wages per hour 
of motormen have been as follows: First year, 24 cents; 
second year, 25 cents; third year, 26 cents; thereafter, 27 
cents. Since the same date conductors have been paid on 
the hourly basis as follows: First six months, 21 cents; 
following twelve months, 22% cents; thereafter, 24 cents. 
Sunday time is paid at the rate of time and a quarter. Dur- 
ing the fiscal year only 130% “good conduct” days out of a 
possible 1653 were forfeited by the men, who are entitled to 
three “good conduct” days in addition to their regular vaca- 
tion if their records are satisfactory. The employees have 
organized cricket and football teams, rifle and quoit clubs 
and a brass band. There is a library for the use of the men. 
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West Penn Traction Company 


The report of the West Penn Traction Company, Pitts- 
burgh, Pa. and subsidiary companies for the year ended 
Dec. 31, 1911, shows an increase of over Io per cent in the 
net income after payment of all interest, fixed charges and 
deductions. 


STATEMENT OF EARNINGS FOR THE YEARS Enpep Dec. 31, 1911, anv 1910. 


1911. nee 
Grossmaeceipes| eetiatuieteiate eres elelellaieroct sein slntens $2,260,287 $2,042, 
Operating expenses and taxesS.....-....+++- 1,112,281 987,642 
INGEN CATtliTleS mrer srs /aneie entecde le eleleteetatetel excites $1,148,006 $1,054,360 
Fixed charges: 
Intérest on $2,738,500 5 per cent bonds of 
the West Penn ‘Traction Company from 
Dec. 31, 1910, to Dec. 31, 1911, from dates 
HSSTICC Neerclscer tts OU eter AGT nets Teena eee MRS $56,651 
Interest on bords of subsidiary companies 
of West Penn Traction Company for the 
six months since the acquisition of these 
PMONSANCS dococasecoHnsgoo nos geuodsoad 10,000 
Interest on West Penn Railways Company 
bonds and bonds of subsidiary companies 
of the West Penn Railways Company...... 461,625 
Amount required to pay 5 per cent per an- 
num on $2,750,000 preferred stock of the 
West Penn Railways Company............ 137,500 
$665,776 
Present net income after payment of all 
interest, fixed charge and deductions..... $482,229 $446,355 
Amount required to pay 6 per cent per an- 
num on $1,625,000 6 per cent cumulative 
preferred stock of the West Penn Traction 
Compan yoraa fecieete cisdiv te, s.< sunuysieieion maeyelelete 97,500 97,500 
$384,729 $348,855 


Out of the surplus earnings of $384,730 there have been declared and 
paid four quarteriy dividends of 1 per cent each on $6,500,000 common 
capital stock, amounting to $260,000. 

Since the first annual statement of the company in 1905 
the property has shown a very steady and _ substantial 
growth, as indicated by the following comparison: 


Gross. Net. 
TUSTOSS ace 6a OL CRORO Ce acter RRC ee a RET TREC CR $1,060,238 $480,480 
USO Gee Berra ate oko sete s Lo es) os, 38s) wees oaliaeas husteresel oe relse 1,409,493 635,507 
OOF Mascesten ots Ph eranaters seanciaileraitiveya ics tetayo une) aelarenela sucheltone 1,603,100 761,333 
ROSNY ss cae ee oh Me aT NO nt I ten ell 1,551,138 691,874 
DOO OM rein eeccreteeere eters cieuet ei ielreal (ay ceveln) chelcketsye: ones 1,767,915 786,575 
PWOHN Oa aks cater. Gch &, CRMC ICAO cies Tene ater corer ad PETCRO CIC] 2,042,002 1,054,360 
SO AMD ire ar ay cate tots Favre isias valni ot shestrasveratevetéranayssqyeceustvn's slope 2,260,287 1,148,006 
Lease of Michigan United Railways by the Michigan 
United Traction Company 
The Michigan United Traction Company has been 


formed to lease and operate for a term of 999 years the 
properties of the Michigan United Railways. Associated 
with George G. Moore in the financing, management and 
development are Hodenpyl, Hardy & Company, New York, 
N. Y., and E. W. Clark Company, Philadelphia, Pa. 

An operating committee composed of B. C. Cobb of 
Hodenpyl, Hardy & Company and Frank Silliman, Jr., of 
E. W. Clark & Company will have active direction of the 
affairs of the company. John F. Collins, formerly of the 
Toledo Railway & Light Company, will be the vice-presi- 
dent in charge of operation and A. W. McLimont, hereto- 
fore vice-president and general manager of the Michigan 
United Railways, remains with the new company as its 
vice-president in charge of construction and extensions. 

As previously stated J. F. Collins, formerly assistant gen- 
eral manager of the Toledo Railways & Light Company, 
Toledo, Ohio, has been elected vice-president of the Michi- 
gan United Traction Company in charge of operation. A. 
W. McLimont, as construction manager, will assume en- 
tire charge of the extensive rebuilding and betterment work 
which had been planned and started during his management 
of the Michigan United Railways. This work will be car- 
ried forward aggressively by the new company under Mr, 
McLimont’s direction and supervision from Kalamazoo, 
Mich., the headquarters of the construction department. 
The headquarters of the operating department will be con- 
tinued as heretofore at Jackson. The plans for betterment 
include the construction of new lines, the erection of new 
terminals and freight stations at necessary points and the 
extension of existing lines to care for the business that has 
been developed in the territory served by the Michigan 
United Traction Company. The appointment of Mr. Col- 
lins and Mr. McLimont becomes effective on March 4, ror. 

Application has already been made to the Railroad Com- 
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mission of Michigan at Lansing for permission to increase 
the capital stock of the Michigan United Traction Com- 
pany from $100,000 to $10,000,000. It 1s stated that it 1s 
proposed to divide this into $4,000,000 of preferred stock 
and $6,000,000 of common stock, and that $4,000,000 will be 
available for extensisons and improvements. Lawton T. 
Hemans of the Railroad Commission is quoted as follows 
in regard to the application filed with that body: 

“The commission has not yet taken action relative to the 
increase asked and probably will not’do anything with it 
for some time. Nothing was said in the application about 
permission to issue bonds, so I presume the promoters in- 
tend to take over everything on the basis of the capitaliza- 
tion provided. Neither of the gentlemen who appeared 
before the commission went into details further than to say 
that the company intended to issue $6,000,000 of common 
stock, to be exchanged for its equivalent in the common 
stock of the Michigan United Railways, and $4,000,000 of 
preferred. I understand that the taking over of the Michi- 
gan United Railways properties is contingent on the grant- 
ing by the commission of permission to capitalize as re- 
quested.” 


London Omnibus-Underground Consolidation 


At the special meeting of the stockholders of the Under- 
ground Electric Railways, Ltd., London, Eng., on Jan. 26, 
1912, to consider a resolution to extend the powers of the 
company in connection with the proposed underground rail- 
way-omnibus consolidation referred to in the Erectric Ram- 
WAY JOURNAL of Jan. 27, 1912, page 176, Sir Edgar Speyer, 
Bart., the chairman, said in part: 

“The members of your board have reached the conclusion 
that, having regard to all the factors of the case, they are 
justified in recommending the scheme as it stands. I need 
hardly add that it has been evolved after many months of 
labor and thought. We think that while these proposals in- 
volve undoubted risks and uncertainties they are the lesser 
evil, and we also prefer them to the necessity of running an 
independent motor ‘bus service. With uniform manage- 
ment and a co-ordination of both services your directors feel 
they can achieve the best results for the security holders of 
both companies and for the public. Should their views, 
however, not prevail they are prepared to take such steps as 
will protect and develop their properties. After ten years of 
anxious work the expectations which I have ventured to ex- 
press from time to time are now at last being fulfilled. We 
have had a trying time. I am conscious that we are taking 
a very important step forward in the traffic situation in 
London. 

“While I do not think this latest development will mean 
finality, it will, I hope, be a step toward closer and more 
friendly co-operation between all the traffic interests of Lon- 
don. This is, in my opinion, the only common-sense solution 
of a vast problem affecting millions of people and the pros- 
perity of the large body of shareholders in the trafic com- 
panies of London. I feel sure that better times are before 
us, and that we may look forward to a period of prosperity 
and-of recognition by the public of what the Underground 
Electric Railways have done for London. 

“I should like to answer a question which may be of in- 
terest to the security holders, and that is as regards the 
earnings of the companies. The combined earnings of the 
London General Omnibus Company and the Underground 
Company, based as regards the former on the net revenue of 
the year ended Sept. 30, ror1, after allowing £195,000 for de- 
preciation, and as regards the latter on the amount earned in 
the half year ended Dec. 31 last, show 6 per cent per annum 
earned on, say, £1,300,000 income debenture stock and about 
4 per cent, free of tax, on £6,188,000 income bonds, which 
is tantamount to nearly 11 per cent on the London General 
Omnibus stock. There is little reason to doubt that both 
companies will show increased earnings in the current year.” 

A. H. Stanley, managing director of the Underground 
Electric Railways and allied companies, was quoted recently 
in part as follows: 

“We are arranging to provide by this amalgamation a 
system calculated to meet more nearly the special require- 
ments of the individual than anything hitherto attempted— 
a system that will find instant favor. There will be no in- 
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crease in fares. On the contrary, the ability to use through 
tickets for a combined journey on two types of vehicle will 
undoubtedly prove advantageous to thousands. If there is 
a demand for season tickets on these combined services it 
will be met, for our determination is to meet every reason- 
able requirement. It is our intention to bring into service 
considerably more omnibuses than are working to-day. 
There will be no alteration in the existing omnibus routes. 
Another important development will be the establishment 
of new services to and from the tube and underground ter- 
minals in order to make a complete series of through ser- 
vices with all outlying residential districts. It is too early 
to give details of our methods. 

“We have several schemes projected and in hand for the 
extension of the underground lines. The extension of the 
Hampstead, Highgate and Charing Cross line to the dis- 
trist station on the embankment and of the Bakerloo tube 
to Paddington is now taking place. The extension of the 
Barkerloo line from Paddington to Queen's Park Road 
and the Hampstead tube from Golder’s Green to Edgware 
is anticipated. The District Railway has also arranged with 
the London & Southwestern Railway for that company to 
widen the track between Putney and Wimbledon, and so 
separate the steam and electrical systems. 

“On the tubes we have had some difficulty in speedily 
filling our trains owing to the absence of the middle side 
door. Experimental cars so equipped are now being run on 
the Strand branch of the Piccadilly line, and eventually all 
tube trains will be so equipped. What the London people 
want is rapid transit, and they would rather suffer some 
slight_and occasional inconvenience, I am sure, than return 
to the leisurely methods of old days. Time is the essence 
of our working.” 

Previous to Feb. 10, 1912, the secretary stated that sub- 
stantially more than 75 per cent of the ordinary stock of 
the London General Omnibus had been deposited, so that 
the scheme of purchase is binding when the formalities 
have been completed. 

The general meeting of the holders of the 6 per cent 
income bonds of the Underground Electric Railways, which 
had been called for Feb. 22, 1912, stands adjourned to March 
14, 1912, at the company’s office in London. 


Formal Action on Philadelphia Loan 


Special meetings of the boards of directors of both the 
Philadelphia Rapid Transit Company and the Union Trac- 
tion Company were held on Feb. 29, 1912, for the purpose 
of taking formal action upon the issue of $10,000,000 of 
bonds, to be guaranteed by the Union Traction Company, 
authority for which was given at the meeting of stock- 
holders of both companies on Feb. 28, 1911, as an essential 
part of the rehabilitation of the property under the Stotes- 
bury management. p 

The original plan had been to issue $2,000,000 of these 
bonds on July 1, 1911, and $2,000,000 on July 1 of each suc- 
ceeding year during the five-year period. 

Authority was given by both companies, however, at the 
meetings held on Feb. 29 to issue the first installment of 
$2,000,000 on March 1, 1912, the second installment of 
$2,000,000 on October 1, 1912, and the third installment of 
$2,000,000 on January 1, 1913. This change of date was ren- 
dered necessary by the fact that the company 1s purchasing 
new equipment at a faster rate than ordinarily contem- 
plated. 

Boston (Mass.) Elevated Railway.—The West End Street 
Railway has petitioned the Railroad Commission of Massa- 
chusetts for authority to issue $754,000 of negotiable twenty- 
year 413 per cent bonds, dated July I, 1910. Che proceeds 
of this issue, together with $20,396 realized as premiums on 
an issue of 27,800 shares of stock, are to be applied toward 
the cancellation of $774,976 due to the Boston Elevated 
Railway for improvements. 

Brantford (Ont.) Street Railway.—The city tax collector 
of Brantford has seized certain property of the Brantford 
Street Railway to secure the payment of taxes which it is 
alleged by the city officials are due the city from the com- 
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_ Chicago & Milwaukee Electric Railroad, Chicago, IIl.— 
judge Landis, of the United States Circuit Court, on Feb. 
23, 1912, issued an order for a decree of sale affecting the 
Illinois division of the Chicago & Milwaukee Electric Rail- 
road and asked that claims for any additional fees for com- 
pensation on the part of the receivers be filed immediately. 
The court also directed that matters be handled as quickly 
as possible in the Wisconsin division in order that a decree 
of sale may be given at the earliest possible date. 

A El Paso (Tex.) Electric Company.—The El Pasc Electric 
Company has declared a semi-annual dividend of 3 per cent 
on the $1,000,000 of common stock, payable on March 15, 
1912, to holders of record on March 4, 1912. This compares 
with 2% per cent paid semi-annually in 1ort and 2 per cent 


in 1910. The first distribution on the stock was made in 
March, ro10. 


Federal Light & Traction Company, New York, N. Y.— 
During the year ended Dec. 31, ro11, the Federal Light & 
Traction Company passed through a period of substantial 
growth and expansion. While the official audit for IOII 
has not been completed, returns already at hand indicate 
that earnings, including the full twelve months’ earnings of 
new acquisitions, will exceed $1,550,000 gross and $630,000 
net, as compared with gross earnings of $755,670 and net 
earnings of $314,156 for the subsidiaries in toro. A consoli- 
dated statement of the earnings of the subsidiary companies 
for the twelve months ended Dec. 31, 1911, excluding those 
of the Trinidad Electric Transmission Railway & Gas Com- ° 
pany, Trinidad, Col., which began operations on Sept. 1, 
1911, shows gross earnings of $1,335,271, operating expenses 
of $782,404 and net earnings of $552,867. Asa result of the 
sale to bankers of $3,000,000 of thirty-year 5 per cent bonds, 
and the recent sale of $1,500,000 of ten-year 6 per cent 
debentures, the company is now provided with ample funds 
to meet temporary financing rendered necessary by acqui- 
sition of the property of the Springfield Railway & Light 
Company, Springfield, Mo., and the Trinidad Electric Trans- 
mission Railway & Gas Company, Trinidad, Col., and on 
account of important improvements and extensions made to 
these and other properties. Sale of these securities has also 
furnished funds to retire all outstanding bonds, excepting 
$2,000,000 of Springfield Railway & Light Company first 
lien bonds sold last spring, and for immediate needs for im- 
provements, extensions and acquisitions. These new bonds 
are part of an authorized issue of $50,000,000, the balance of 
which, reserved for subsequent issue, will be sufficient for 
the company’s needs for some time to come. i 


Interborough Rapid Transit Company, New York, N. Y.— 
The Public Service Commission of the First District has 
modified its order of Dec. 18, 1911, authorizing the Inter- 
borough Rapid Transit Company to issue $12,755,000 in 
bonds. The modified order authorizes the issue of $7,254,- 
200 in new bonds and the use by the company, for the pur- 
poses of the issue approved on Dec. 18, of a prior issue of 
$5,500,800 in bonds which had been pledged to secure an 
issue of 6 per cent short-term notes. These notes having. 
been paid off last year, the bonds were surrendered and 
released to the company. The modified order of the com- 
mission permits their use and reduces the new issue to that 
amount. 

Marquette County Gas & Electric Company, Ishpeming, 
Mich.—The Marquette County Gas & Electric Company 
has voted to increase its authorized capital stock from 
$750,000 to $1,000,000. As noted in the Erecrric RaILway 
JourRNAL of Jan, 20, 1912, page 125, control of the company 
has passed to L. E. Myers, of the L. E. Myers Company, 
and his associates. 

Nevada Water, Light & Traction Company, Nevada, Mo. 
—The Supreme Court has denied the application of Jacob 
Erb for a writ of prohibition against Judge Kinsey, of 
the St. Louis Circuit Court, to prohibit him from proceed- 
ing to hear the foreclosure proceedings on notes of the 
Lincoln Trust Company of St. Louis against the Nevada 
Water, Light & Traction Company. This leaves the mat- 
ter in the hands of the Circuit Court and a receiver may 
be appointed. The trust company holds a mortgage against 
the Nevada company for $400,000. 

Northern Ohio Traction & Light Company, Akron, Ohio. 
A hearing on the application of the Northern Ohio Trac- 


tion & Light Company for authority to issue $2,000,000 of 
preferred stock took place before the Ohio Public Service 
Commission on Feb. 20, 1912. W. R. Kimball, Brooklyn, 
represented by John GC. Frank, Akron, and Willis 1D). Bacon, 
Tiffin, Ohio, presented seventeen reasons why the issue 
should be refused. One of the objections of Mr. Kim- 
ball and his attorneys was that the company wished to use 
a portion of the $2,000,000 ‘to construct the power house 
of the Northern Ohio Power Company at Cuyahoga Falls. 
It was shown that the railway company owns the power 
company. The officers of the company were instructed to 
have their engineers submit a detailed statement of how 
the funds are to be spent. Another hearing will then be 
held. 

Ohio Electric Railway, Cincinnati, Ohio.—At the annual 
meeting of the Ohio Electric Railway on Feb. 14 the direc- 
tors and the officers were all re-elected. George W. Lewis, 
president of the Dayton Limestone Company, was chosen 
as a member of the board of directors of the Cincinnati 
Traction Company to fill a vacancy. The other directors 
were re-elected and all the old officers were retained. The 
vacancy on the board of the Ohio Traction Company caused 
by the death of Hugh J. McGowan was left unfilled. Other 
directors and officers are the same as last year. All directors 
and officers of the Cincinnati Car Company were re-elected. 
No changes were made in the official staff of other under- 
lying companies, all of which held their meetings on the 
same day. 

Puget Sound Traction, Light & Power Company, Seattle, 
Wash.—Harris, Forbes & Company, New York, N. Y., 
offered for subscription recently at 100% and interest, yield- 
ing about 434 per cent, $7,500,000 of two-year 5 per cent 
mortgage gold notes dated Feb. 1, 1912, and due Feb. 1, 1914. 
The bonds are callable as a whole, but not in part, at 101 
and interest on the first day of any calendar month on four 
weeks’ notice. 

Riverhead (N. Y.) Electric Railroad.—The Public Service 
Commission of the Second District of New York has au- 
thorized the Riverhead Electric Railroad to issue $12,000 
of its common capital stock. The proceeds received from 
the sale of the stock are to be used to purchase new equip- 
ment and to extend the lines. The company was previously 
authorized to issue first mortgage bonds to this amount, 
but being unable to find a satisfactory market for bonds 
the sale of stock was determined upon by the stockholders. 


Rochester, Syracuse & Eastern Railroad, Syracuse, N. Y. 
—The Public Service Commission of the Second District 
of New York has authorized the Rochester, Syracuse & 
Eastern Railroad to issue its short-term promissory notes 
to an aggregate amount not exceeding for principal the 
sum of $1,137,114.75. The order provides that the notes 
shall bear interest not to exceed 6 per cent and that they 
shall mature and be made payable three years from the date 
of each note respectively, with an option if desired to pay 
principal on shorter time or times, at a premium of 1 per 
cent and accrued interest. The proceeds of the notes are 
to be used to pay obligations incurred for proper capital 
purposes in construction. 


Sacramento & Woodland Railway, Vallejo, Cal.—The Sac- 
ramento & Woodland Railway has filed a mortgage with the 
Mercantile Trust Company, San Francisco, Cal., as trustee, 
to secure an issue of $1,000,000 of bonds. The company was 
incorporated in California in July, 1911, with $1,000,000 of 
authorized capital stock, to build an electric railway from 
Sacramento to Woodland. Contracts for construction have 
been let, and the line is expected to be completed by June 
iy KOLA 

United Railroads, San Francisco, Cal.—The United Rail- 
roads has arranged for the sale of $700,000 of 5 per cent 
bonds of the Market Street Railroad at 92% to retire bonds 
of the Powell Street Railroad which became due on March 
i OU. 

West Penn Traction Company, Pittsburgh, Pa.—The 
West Penn Traction Company on Feb. 21, 1012, acquired 
the Allegheny Valley Street Railway, running from Aspin- 
wall to Natrona, a distance of about 22 miles, and giving the 
West Penn Traction Company an entrance into Pittsb irgh 
over the Pittsburgh Railways Company tracks. The prop- 
erty of the Allegheny Valley Light Company was also ac- 
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quired by the purchase. Some few weeks ago the Kittan- 
ning & Leechburg Railways and the property of the Pitts- 
burgh & Allegheny Valley Traction Company, the Kiski- 
minetas Valley Electric Company and the Kittanning Elec- 
tric Company were taken over by the West Penn Traction 
Company. These properties, with those purchased on Feb. 
21, include all of the electric transportation, lighting and 
power business under private ownership in the Allegheny 
Valley from Pittsburgh to Kittanning and in the Kiski- 
minetas Valley from Freeport to Apollo. The total mile- 
age of the electric railways acquired is 42 miles, the total 
population served with transportation facilities about 83,000 
and the population served with electric light and power 
about 37,000. The West Penn Traction Company now op- 
erates a total of 212 miles of track, located in Westmore- 
land, Fayette, Allegheny and Armstrong Counties, and is 
furnishing light and power in nearly 100 municipalities 
located in Westmoreland, Fayette, Allegheny, Armstrong, 
Greene, Washington and Beaver Counties. 


Willapa Harbor Railway, South Bend, Wash.—The Wil- 
lapa Harbor Railway, which succeeded the Twin City Elec- 
tric Company recently, has taken over the property of the 
South Bend-Raymond Electric Company. 


Winona Railway & Light Company, Winona, Minn.— 
Howard Morris, receiver of the Winona Railway & Light 
Company, has been authorized by the United States District 
Court to pay the interest on the $500,000 of 5 per cent bonds 
of the company which was due on Jan. I, 1912, and a claim 
of $4,667.45 for coal. 


Dividends Declared 


Elmira Water, Light & Railroad Company, Elmira, N. Y., 
2% per cent, preferred. 

Fort Wayne & Northern Indiana Traction Company, Fort 
Wayne, Ind., quarterly, 1% per cent, preferred. 

Metropolitan West Side Elevated Railway, Chicago, III, 
1% per cent, preferred. 

Northern Texas Electric Company, Dallas, Tex., 3 per 
cent, preferred; quarterly, 1% per cent, common. 

Whatcom County Railway & Light Company, Belling- 
ham, Wash., 3 per cent, preferred. 


ELECTRIC RAILWAY MONTHLY EARNINGS 


BROCKTON & PLYMOUTH STREET RAILWAY COMPANY 


: _ Gross Operating Net Fixed Net 
Period. Earnings. Expenses. Earnings. Charges. Surplus. 
Im, Dec. ‘11 $8,041 $6,260 $1,781 $1,493 $288 
ie. 10 7,673 6.562 1.111 1.575 464 
12‘ “ay 119,201 85,063 34,138 18,292 15,846 
ig 10 1192626 84.662 34.964 20,160 . 14/805 
DALLAS # 2CTRIC CORPORATION 
Tani, ee. | 0014) $152,927 $86,038 $66,889 $29,668 37,221 
ee ee 10 139,292 76.211 63.081 23.743 eer 
fa. ee 1,632,291 1,017,944 614,347 331,204 283.143 
12 “ ‘ 10 1,469,318 = 951,145 518,174 3091034 ~——-2007139 
EL PASO ELECTRIC COMPANY 
Im, Dec. °11 $73,494 $35,252 $38,242 $10,144 $28,099 
i “ 10 65,168 37,022 28.146 7,505 20,641 
 gelie 11 691,607 386,207. 305,400 ~=—-:101820 ~—- 203580 
12 ‘ 10 640,658 369,057. 271.601 99'011 172,590 
GALVESTON-HOUSTON ELECTRIC COMPANY 
Im. Dec. ’11 $137,104 $78,481 $58,622 $26,765 31,85 
Le "10 115,123 68,985 46,138 24642 ees 
leer 11 1,523,169 889,123 634.046 302.312 331735 
12 ‘ "10 —-1,312,986 796,743 516,244 + - 290,223 -—-226'021 
HOUGHTON COUNTY TRACTION COMPANY 
Im, Dec. ‘11 $24,814 $12,517 $12,298 $6,621 5,675 
1: dy 10 25.032 14,187 10,845 6,560 eet 
1g Se 1 300,963 156.742 144/22] 84.404 59.817 
12 «“ 0 311,475 165,594 145.881 77,697 68,184 
JACKSONVILLE TRACTION COMPANY 
Im. Dec. ’11 $51,090 $26,221 $24,869 $12,670 12,199 
beans 10 55,397 27,988 27988 9.956 sles? 
in? 8 11 $67,548 309,177. 258,371 «138,121 12,199 
12 10 576,082 311,238 264.844 112'088 18,032 
NORTHERN TEXAS ELECTRIC COMPANY 
Im. Dec. “11 $143,155 $73,375 $69,780  $23.380 
n., De 3,15 73,375 19,78 23,3! 46,401 
te Aas 127.670 67,171 60,798 16,993 806 
2. a 1,622,875 838,985 .783,891 301.263  482°628 
12 10 1,442,807 766,221 © «676,586 235.617 ~—-440,970 
PADUCAH TRACTION & LIGHT COMPANY 
Im., Dec. 11 $26,835 $13,655 $13,180 $8,227 
Pee 24.297 12.073 12,223 77845 ees 
eames 11 265,296 146,697 118,600 95.22] 23,379 
1 10 249,746 144,132 105,615 86,274 19.341 
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Traffic.and Transportation 


Suggested Study of Cincinnati Traction Conditions 


R. W. Harris, of Madison, Wis., has submitted to the City 
Council of Cincinnati a brief outline of the study that should 
be made if the city wishes to take up possible improvements 
In Car service. A resolution is now pending before Council 
providing for the employment of an expert to make such 
investigation. It is probable that Mr. Harris will be se- 
lected. The outline is as follows: 

; 7 raffic.—Distribution of traffic along lines and determina- 

tion of “characteristic points”; distribution of traffic through- 
out the day as observed at point of each lobe of each line 
that experiences the maximum loading of all trips; deter- 
mination of periods of maximum travel and diversity of 
loading; distribution of traffic as to volume, direction, rate 
ot flow and type of passengers; measurement of service fur- 
nished on various tracks; measurement of the use of service 
on various tracks; determination of the origin and destina- 
tion of passengers; analysis of the running and schedule 
times. 

Service and Load Factor.—Operating load factor: great- 
est possible load factor under conditions peculiar to each 
line; reasonable load factor to be expected on each line: re- 
lation of schedules to load factor; distortion of headway: 
causes avoidable and how; causes unavoidable and reliabil- 
ity of service; effect of topographical conditions, of routing 
and of types of cars; adequacy of ‘tracks, safe minimum 
headway, distortion of headway, determination of the ade- 
quacy of various sections of tracks; methods of increasing 
the practical carrying capacity; characteristics of the travel- 
ing public; determination of comfortable load. 

Transfers.—Classification as to origin, destination; varia- 
tion of demand for transfers; classification as to point of 
transfer and direction; relative use of transfer points. 

Rerouting. 

Miscellaneous Studies.—District transformation; outline 
of central discharge district and outlying districts as affected 
by transformation; topographical layout and its effect upon 
routing and the development of the city. 


Such other special studies as may develop during the 


process of collecting, compiling and analyzing data. 


Near-Side Car in Chicago.—The Chicago (Ill.) City Rail- 
way has announced that it will put into trial service on one 
of its lines in Chicago a near-side passenger car, and that if 
this car meets with the approval of the public, as it has in 
Philadelphia and Buffalo, the next cars purchased will be 
built according to the near-side designs. 

Co-operation Urged.—Alexander Shane, general man- 
ager of the Indianapolis, Columbus & Southern Traction 
Company, Columbus, Ind., has appointed every employee 
of the road an assistant general manager and a member 
of the committee of safety and has urged the men to make 
suggestions to the management in regard to operating 
methods. 

Application for Freight Rights in Los Angeles.—The 
Pacific Electric Railway, Los Angeles, Cal., has formally 
applied to the Council for permission to carry freight in the 
city in accordance with the plan presented recently to the 
Public Utility Commission of Los Angeles, mention of 
which was made in the ELecrric RAmLway JourNAL of Feb. 
17, 1912, page 292. 

Reduction Asked in Fare Between Washington and 
Mount Vernon, Va—The Mount Vernon Anti-Fee Asso- 
ciation has appealed to the Interstate Commerce Commis- 
sion for a reduction in the fare over the Washington-Vir- 
ginia Railway between Washington and Mount Vernon. 
The charge is now 75 cents for the round trip, 16 miles 
The case will be heard on March 13, 1912. 

Crosstown Service in Milwaukee.—The Milwaukee Elec- 
tric Railway & Light Company, Milwaukee, Wis., an- 
nounced that on March 1, 1912, it would place in operation 
the experimental crosstown street railway service recom- 
mended recently by the Railroad Commission. The re- 
quirements of this order were published in the ELEcrTrRic 
RAILWAY JOURNAL of Feb. 10, 1912, page 257. 


Chestnut Hill Park, Philadelphia, Sold—Chestnut Hill 
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Park, located in the White Marsh Valley, near fashionable 
Chestnut Hill, Philadelphia, Pa. has been sold to a syndi- 
cate of residents of Chestnut Hill, and the corporation 
which owned the park, of which H. B. Auchey is treasurer 
and general manager, will remove the building and amuse- 
ments other than the casino, and demolish them or sell 
them for re-erection elsewhere. The former site of the 
park will be developed for residential purposes. 

Waiting Room in Pittsburgh.—The Pittsburgh & Butler 
Street Railway has completed plans for a new ticket office 
and waiting room in the center of the downtown shopping 
district at Penn Avenue and Sixth Street, Pittsburgh. 
Mahogany woodwork will be used throughout and the up- 
holstery and wall decorations will be in green, which is 
the standard color of the company. A large electric sign 
with the words, “Butler Short Line Waiting Room,” will 
be hung outside the waiting room. 

No Appeal in Maryland-Washington Fare Case.—The 
officers and counsel of the Washington Railway & Electric 
Company, the Washington & Rockville Railway Company 
and the Georgetown & Tennallytown Railway, whose lines 
are affected by the Interstate Commetfce Commission’s de- 
cision, referred to in the Erecrric Rattway JourNAL of Feb. 
17, 1912, page 289, conferred recently and determined that 
no appeal would be taken, at least at this time, from the 
ruling of the commission. Consequently, the order of the 
commission that the old-time single fare should be restored 
became effective on Feb, 20, 1912. 


Complaint Against Rochester & Eastern Rapid Railway.— 
The Public Service Commission of the Second District of 
New York has received a complaint from the Board of 
Trustees of Pittsford against the New York State Railways 
in regard to the alleged inadequate service and the condi- 
tion of the passenger cars of the Rochester & Eastern 
Rapid Railway, especially on the service between Pittsford 
and Rochester. The complaint states that during the busy 
hours of the day, on cars in either direction, from five to 
twenty or more passengers are obliged to stand in the 
aisles. The complaint has been served upon the company 
and an answer required within ten days. 


Public Safety Campaign in Toledo.—The Toledo Rail- 
ways & Light Company, Toledo, Ohio, has inaugurated in 
connection with its traction talks a public safety campaign 
and has had 25,000 cards printed for distribution by the 
superintendent of schools in every schoolroom of the city. 
The superintendent of schools has also instructed the 
teachers to talk to the children on accident prevention. 
All the pupils have been instructed by their teachers to 
take the cards home to their parents. The company is 
also running inside its cars posters which are changed 
daily and contain short, crisp sentences calling attention 
to the company’s accident prevention campaign. 


Increase in Bridge Service in New York.—Increased serv- 
ice on the surface railways which cross the Williamsburg 
Bridge has been reported to the Public Service Commission 
during the week. Through the efforts of the commission 
the city installed additional feeder cables on the bridge. 
The New York Railways increased its service 12 per cent 
and the Third Avenue Railway increased its service 32 per 
cent as soon as the additional feeder capacity was available. 
The New York Railways operates the Fourteenth Street, 
Eighth Street, Fourth Street and Williamsburg Bridge 
lines; the Third Avenue Railway operates the Grand Street 
and Post Office and Williamsburg Bridge lines. 


Seats for Passengers Up to Capacity.—The Worcester 
(Mass.) Consolidated Street Railway has ordered its con- 
ductors to provide seats for all passengers in cars in which 
the seats run longitudinally up to the full capacity of such 
seats. The seat order says that the seating capacity in all 
cars in which the seats run from end to end is designated 
above the seats just under the advertising signs. The 
conductors must count the number sitting on the seats and 
if it is short of the capacity they must ask the passengers 
to move along. To give passengers entering and leaving 
cars an unobstructed passage the conductors have also been 
ordered to keep the vestibules as clear of passengers as 
possible. 

Complaint Against Maryland Electric Railways.—The 
Public Service Commission of Maryland has been asked to 
make a physical valuation and examination of the Mary- 


land Electric Railways, which operates between Baltimore 
and Annapolis, with a view to determining whether the 
capitalization is excessive and whether the operation and 
management are economical. It is contended that the fares 
charged between Baltimore and Annapolis discriminate in 
favor of patrons who use certain stations near Baltimore 
and Annapolis. The protest concludes by stating that the 
rates charged are not just and reasonable for the service 
rendered and are in excess of those charged by other roads 
for similar service.” ; 


Advertising Near Side Stops in Louisville—The Louts- 
ville (Ky.) Railway has been utilizing three methods to 
advertise the order of the Board of Public Safety that 
“Street cars will on and after March 1 stop only on the 
near side of the street.” Several thousand large placards 
bearing this announcement have been printed for the com- 
pany. Three of these cards appear upon every car, one 
just above the fender, on the exterior, and the others in 
prominent positions inside the car. One or more of these 
cards is also posted on the “near” corner at every street 
intersection. An official advertisement, surrounded by 
plenty of white space, has been published daily in all the 
Louisville newspapers for a fortnight to acquaint the public 
with the change. 


Suit to Enjoin Indiana Railroad Commission.—The Cleve- 
land, Cincinnati, Chicago & St. Louis Railway has brought 
suit in the Marion County Circuit Court to enjoin the In- 
diana Railroad Commission from enforcing an order direct- 
ing the plaintiff to turn over to the Terre Haute, Indian- 
apolis & Eastern Traction Company loaded coal cars to be 
hauled over its line to the Reform School at Plainfield, a 
distance of 16 miles. In order to carry out the order of the 
commission the plaintiff would be required to haul the coal 
to Indianapolis and turn it ‘over to the Union Railroad, 
which company would turn it over to the electric railway. 
The plaintiff alleges that the electric railway is not a mem- 
ber of the American Railway Association and cannot be 
bound by the rules of the association which govern the 
return of the cars and afford protection by providing for 
damages. 


More Loops Needed in Portland, Ore.—F. W. Hild, gen- 
eral manager of the Portland Railway, Light & Power 
Company, Portland, Ore., has returned to that city after 
a visit to the East to study street railway conditions during 
which he visited Minneapolis, Chicago, Cincinnati, Cleve- 
land, Philadelphia, New York, Denver and several other 
cities. Mr. Hild in discussing his trip is quoted as fol- 
lows: “By the introduction of more loops in the heart of 
the city I believe that Portland can secure quicker and less 
congested service, and this is one of the problems that will 
be taken up for consideration in the near future. For some 
time our company has been studying how to give better 
and quicker service and my observations on the trip will 
be of value in completing this work. Denver has more 
rapid service in the city because the speed limit is 10 m.p.h. 
as against Portland’s 8 m.p.h., and then the city blocks are 
longer, requiring less frequent stops. Denver has no river 
bridges to cause breaks in the schedules.” 

Chicago Surface Transportation Suggestions——The com- 
mittee of the Chicago City Council which has before it the 
subject of street car transportation has considered several 
recommendations for presentation to the local transporta- 
tion committee. Some of these suggestions regarding sur- 
face traffic are: That the companies establish downtown 
loops conveniently outside the central business district in- 
stead of operating their terminals within that district: that 


the loops be established at all terminals to avoid 
laying up cars at these points; that the system of 
stopping cars on the near side of street intersec- 
tions now practised in the downtown district be ex- 


tended over the entire city; that police regulations be 
adopted prohibiting all teaming in car tracks in the district 
bounded by Chicago Avenue, Ashland Avenue, Twenty- 
second Street and Lake Michigan; that some stopping 
points in the sequence of short blocks be eliminated and 
marked “Street cars do not stop here;” that the companies 
adopt a schedule for the addition of more cars to corre- 
spond with the natural and regular increase in the volume 
of traffic. 
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Personal Mention 


Mr. F. A. Morgan has resigned as freight agent of the 
Indiana Union Traction Company at Indianapolis, Ind. 

Mr. Thomas Foulkes has been elected president of the 
Board of Public Utility Commissioners of Los Angeles. 

Mr. Theodore B. Comstock has resigned as secretary and 
chief engineer of the Board of Public Utility Commis- 
stoners of Los Angeles, Cal. 

Mr. W. L. Bellamy has resigned as superintendent of 
trafic of the Mexico Tramways, Mexico City, Mex., to 
accept a similar position in Barcelona, Spain. Before be- 
coming connected with the Mexico Tramways eight years 
ago, Mr. Bellamy was in the employ of the Public Service 
Railway, Newark, N. J., and previous to that was connected 
with the Brooklyn (N. Y.) Rapid Transit Company. 


Mr. A. W. McLimont, formerly vice-president and gen- 
eral manager of the Michigan United Railways, Lansing, 
Mich., will take charge as vice-president of the construction 
organization which will reconstruct parts of the existing 
system and build several extensions, as provided for in the 
reorganization of the company as the Michigan United 
Traction Company, referred to elsewhere in this issue. 8 
portrait and a biography of Mr. McLimont were published 
in the Evecrric Rartway JourNAL of March 6, 1900, when 
Mr. McLimont resigned from the Public Service Commis- 
sion of the First District of New York to become generai 
manager of the Chicago & Milwaukee Electric Railroad. 

Mr. James P. Barnes, who has been electrical engineer 
of the Syracuse (N. Y.) Rapid Transit Company, has been 
appointed chief engineer of the Syracuse Rapid Transit 
Railway, Utica & Mohawk Valley Railway and Oneida Rail- 
way, to succeed Mr. W. J. Harvie, whose appointment as 
railway manager of the operating department of J. G 
White & Company, New York, N. Y., was noted in the 
ExLectric RatLway JouRNAL of Feb. 24, 1912. Mr. Barnes is 
thirty-one years old. .He has served under Mr. Harvie for 
six years. A graduate of the Massachusetts Institute of 
Technology, he began his professional work under Mr. 
Harvie in 1906 on the Oneida Railway and took a prominent 
part in the electrification of the West Shore Railroad be- 
tween Utica and Syracuse. In 1908 he joined the engineer- 
ing staff of the Syracuse Rapid Transit Company and has 
since been associated with Mr. Harvie on the city and sub- 
urban system, the Oneida Railway and the Utica & Mohawk 
Valley Railway. 

Mr, J. F. Collins, assistant general manager of the To- 
ledo Railways & Light Company, Toledo, Ohio, has been 
elected vice-president of the Michigan United Railways, Lan- 
sing, Mich., hereafter to be known as the Michigan United 
Traction Company, in charge of operation. Mr. Collins was 
formerly general manager of the Saginaw-Bay City Railway 
& Light Company, with headquarters at Bay City, Mich. He 
began his career in the operating department of the Indian- 
apolis Street Railway when he was eighteen years old and 
advanced step by step until he became assistant superintend- 
ent of the system. In 1890 he accepted the position of su- 
perintendent of the Toledo Traction Company. <A year 
later, when the system was turned over to the Everett- 
Moore syndicate, Mr. Collins was promoted to the position 
of superintendent of railways. In July, 1907, he was made 
manager of railways, with authority over the city lines and 
those of the Maumee Valley Railways & Light Company. 
He was also made vice-president of the Toledo, Ottawa 
Beach & Northern Railway. 

Mr. B. J. Denman was recently appointed chief engineer 
of power plants for the Edison Illuminating Company and 
Central Heating Company, Detroit, Mich. The Edison 
Illuminating Company supplies considerable energy for 
street and interurban railway operation and furnishes all 
of the energy for the operation of the electric locomotives 
which handle the heavy trafic of the Michigan Central 
Railroad through the Detroit River tunnels. Mr. Denman 
was connected with the Toledo Consolidated Street Rail- 
way in various capacities from 1892 to 1895. He was next 
appointed electrician for the Toledo & Maumee Valley 
Railway in charge of the repair shops. During 1899 and 
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1900 he was instructor in the Toledo University and in 
1900 and 1901 was associated with Mr. W. G,. Clark under 
the firm name of Clark & Denman, consulting engineers. 
From 1902 to 1905 Mr. Denman was electrical engineer for 
the Toledo, Bowling Green & Southern Traction Ecipadt 
operating a 50-mile interurban railway in northern Ohio, 
lor which company he had charge of power houses shops, 
rolling stock and overhead lines. Mr. Denman bas been 
connected with the Edison Hluminating Company, Detroit, 
since 1905, in its commercial engineering work, power 
house construction and operation, special engineering and 
appraisal work. He will have charge of the operation of 
all plants and the construction work, which has hereto- 
fore been carried on under a separate construction staff. 
Mr. Denman is a graduate of the University of Michigan. 
During 1906 and 1907 he acted as assistant professor of 
mechanical engineering in that university and in 1908 and 
1909 he was a non-resident lecturer in the electrical engi- 
neering department. 


Mr. R. E. Wade, who is in charge of the work of equip- 
ping the Butte, Anaconda & Pacific Railway for operation 
with electricity at 2400 volts direct current, as noted in the 
Etectric RAmLWAy JouRNAL of Feb. 10, 1012, page 241, has 
been connected with the General Electric Company since 
Sept. 1, 1911. For ten years previously, from 1901 to IQTl, 
Mr. Wade was connected with the New York, New Haven 
& Hartford: Railroad, serving from 1906 to 1911 as prin- 
cipal assistant to Mr. Charles Rufus Harte, assistant en- 
gineer of the company. Mr. Wade's first work with the 
New York, New Haven & Hartford Railroad was in con- 
nection with the electrification of the Providence, War- 
ren and Bristol line, of which he had charge. Subsequently 
he had charge of electric light construction and mainte- 
nance in New London and points east. The department 
of the New Haven Railroad with which Mr. Wade was 
connected was responsible for the construction of the Ben- 
nington-North Adams, Branford-Stony Creek, Palmer-Fisk- 
dale, Rockville-Stafford Springs, Waterbury-Pomperaug 
Valley, Waterbury-Thomaston, Hartford-Bloomfield, Hart- 
ford-Middletown, Middletown-Middlefield and Willimantic- 
South Coventry electric railways, many transmission lines, 
the Waterbury turbine station and carhouses at Bridge- 
port, Willimantic, Middletown, New Haven, Derby and 
Port Chester. Mr. Wade took a prominent part in pre- 
paring standards of trolley and transmission construction 
for the Connecticut Company, in the experimental catenary 
work on the Hartford-Middletown line and in preparing 
standard protection for high-tension line crossings for the 
New York, New Haven & Hartford Railroad. After pre- 
paring for college in a private school, Mr. Wade began 
his career in 1887 as a rodman with the Norfolk & Western 
Railway. He remained with this company until 1889, when 
he took the course in civil engineering at Washington-Lee 
University. From 1893 to 1895 he was a student with the 
General Electric Company and during 1895 and 1896 was 
with this company on maintenance of equipment work with 
the Nantasket Beach electrification and on general con- 
struction work for the Boston office of the General Elcc- 
tric Company. From 1896 to 1900 he was connected with 
the New York, New Haven & Hartford Railroad in the 
operation of its electrified lines, in drafting room work on 
power station and general design and in the construction 
and operation of the Hartford-New Britain third-rail line. 
In 19000 Mr. Wade spent four months on general street 
railway construction in Brazil and eight months with the 
Sectional Third-rail Company, New York City, in design- 
ing and experimenting. 


Mr. Matthew C. Brush, for the last fifteen months assist- 
ant to the vice-president of the Boston (Mass.) Elevated 
Railway, has been elected second vice-president of the 
Boston Elevated Railway. Mr. Brush’s rapid advancement 
since his graduation from the Massachusetts Institute of 
Technology in 1901 is familiar to many of the readers of the 
Evectric RAILWAY JourNAL. His early experience in the rail- 
way industry was gained on the Union Pacific and Chicago, 
Burlington & Quincy systems, and included a variety of work 
in the mechanical and transportation departments, with 
some previous training in steamship traffic in the Great 
Lakes district. Between 1904 and 1910 he was connected 
with the properties now listed under the Boston Suburban 
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ee Companies, with headquarters at Newtonville, 
ass. Here he attained the position of vice-president and 


general manager of all the street railway suburban lines 
on the west of Boston and carried forward a constructive 
policy of strengthening public relations, systematizing oper- 
ation and placing the lines concerned upon a firm financial 
basis, In the Spring of 1910 Mr. Brush accepted the position 
of general manager of the properties associated with the 
Buffalo & Lake Erie Traction Company organization, with 
headquarters at Buffalo, N. Y., but returned to New Eng- 
land in November, 1910, to become assistant to the vice- 
president of the Boston Elevated Railway. Mr. Brush’s 
work since his return to Boston has covered a wide range 
of special duties and led to his appointment about a year 
ago as chairman of the efficiency committee of the com- 
pany. In this connection a far-reaching campaign against 
preventable losses and on behalf of service improvements 
has been carried forward successfully, and a large anount 
of routine investigation has been taken from the shoulders 
of the higher officers of the organization. The result has 
been that the recommendations of a highly specialized co- 
operative staff are assembled and submitted regularly for 
executive action, the details being thoroughly worked into 
shape before presentation by. department heads in close 
touch with the management. Mr. Brush has also given 
attention to many of the larger questions of public relation- 
ship which are identified with the company’s developments 
in the Boston metropolitan district and personally has 
handled the recent plans by which the company secured the 
right to become a common carrier of express matter in 
Boston. As second vice-president, Mr. Brush will continue 
as chairman of the efficiency committee and will take up 
special duties of an executive and advisory character. He 
is a past-president of the New England Street Railway 
Club and has taken an active part as a member of many 
organizations, including the American Electric Railway 
Association. 
OBITUARY 


Col. Oscar R. Ford, manager of the New -York office of 
the Chicago Varnish Company, Chicago, IIl., is dead. 


Robert J. Foulkes, superintendent of shops of the Chi- 
cago (Ill.) Railways, died on Feb. 28, 1912. Mr. Foulkes 
was born in 1848 and had been connected with the Chicago 
Railways and its predecessors for thirty-six years. He was 
formerly master painter of the company and was appointed 
general foreman in charge of the shops in January, I9QI0. 

Adrien Drouilhet, assistant treasurer of the Galveston 
Electric Company, died Jan. 9. Mr. Drouilhet was of West 
Indian birth, having been born in 1844 at St. Lucia. At the 
age of twenty-two years he moved to Houston, Tex., where 
he engaged in the cotton business. In the same year, how- 
ever, he became connected with the cotton firm of Ranger 
& Company, Galveston. Later he entered a partnership in 
the same business under the name of Neethe & Drouilhet. 
Mr. Drouilhet dissolved partnership with ‘Mr. Neethe in 
1895 to become secretary and treasurer of the Galveston 
City Railroad. When Stone & Webster acquired the prop- 
erty in 1904 Mr. Drouilhet was made assistant treasurer. 

Ernst Thalmann, senior member of the banking firm of 
Ladenburg, Thalmann & Company, New York, N. Y., died 
on Feb. 26, ro12. Mr. Thalmann was born at Mannheim, 
Germany, on June 9, 1851. He came to the United States 
in 1867 and entered business in New York, and after being 
connected with several banking and export houses he or- 
ganized his own firm in 1876. He was a director of the 
United Railways Investment Company, Alliance Realty 
Company, Lawyers’ Mortgage Company, Mortgage Bond 
Company, New York Trust Company, National Railways of 
Mexico, the Seaboard Air Line Railway and many other 
companies. Until recently he was president of the United 
Railways Investment Company, which controls the United 
Railroads of San Francisco, and the Philadelphia Company, 
Pittsburgh, which controls the Pittsburgh Railways. 


The New Orleans Railway & Light Company, New Or- 
leans, La., has recently instructed conductors in its employ 
to call the names of streets as cars approach intersections. 
The plan has been proposed of calling the names of all 
streets during the rush hours, all transfer points and promi- 
nent streets in the non-rush hours and all streets at night. 


374 


Construction News 


Construction News Notes are classified under each head- 
ing alphabetically by States. 

An asterisk (*) indicates a project not previously re- 
norted. 
RECENT INCORPORATIONS 

*Santa Barbara & Suburban Railway, Los Angeles, Cal.— 
Application for a charter has been made in California by 
this company to build an electric railway. Capital stock, 
$750,000. Incorporators: A. A. Maxwell, Los Angeles; 
L. J. Lee, Pasadena; William Dieterie, E. A. Murphy and 
Herbert F. Keenan. 


*San Francisco & Northern Railway, San Francisco, Cal. 
“—Incorporated in California to build a 45-mile electric rail- 
way between Santa Rosa and San Quentin. Capital stock, 
$2,500,000. Directors: A. J. Kittle and J. C. Kittle, Ross; A. 
Forland, Oakland; F. A. Branch, Santa Rosa, and W. L. 
Jackson. 

*Tidewater & Southern Transit Company, Stockton, Cal. 
—Application for a charter has been made in California by 
this company, in the interests of the Tidewater & Southern 
Railroad, to build a 172-mile electric railway from Turlock 
to Fresno and touching with branch lines at various points 
in San Joaquin, Stanislaus, Merced and Fresno counties. 
Capital stock, $189,200. Headquarters, Stockton. I[ncorpora- 
tors: Karl C. Brueck, J. A. Coley, Byrom A. Bearce, J. Li 
Craig, George S. Schuler, Ward B. Minturn and T. J. Wise- 
carver, all of Stockton. 


*Hutchinson & Western Interurban Railway, Hutchinson, 
Kan.—Chartered in Kansas to build an electric railway west 
from Hutchinson to Hudson, via Huntsville. Capital stock. 
$1,000,000. Incorporators: A. Bradbridge, C. F. Bunte, W. 
A. Knorr, B. E. Giles, T. Blackmore, F. P. Roehr, all of 
Hutchinson, and A. C. Wheeler, Garden City. 


*Nebraska & Northwestern Railway, Lincoln, Neb.—Ap- 
plication for a charter has been made in Nebraska by this 
company to build an interurban railway from Springfield to 
Spalding, via the counties of Greeley, Garfield, Wheeler, 
Holt, Rock and Keyapaha. Capital stock, $300,000. In- 
corporators: Charles E. Lear, John E. Carr, A. C. Ripley, J. 
iINeCassidy,) Jip, and GC. Coon 


Yadkin River Railroad, Raleigh, N. C.—Chartered in 
North Carolina to build a 45-mile electric railway from 
Boone to North Wilkesboro. Capital stock, $225,000. Head- 
quarters, North Wilkesboro. Directors: C. H. Cowles, 
Wilkesboro; W J. Grandin and G. M. Grandin, Pennsyl- 
vania; J. T. Henderson and H. C. London, Lenoir, and T. B. 
Finley, North Wilkesboro. [E. R. J., Dec. 25, ’oo.] 


*Silica (Ohio) Northern Railway.—Incorporated in Ohio 
to build an electric and steam railway. Capital stock, $10,- 
ooo. Incorporators: Frank Caughling, Frank E. Miller, 
Charles Welrich, E. H. Winkworth and Frank Janes. 

*American Utilities Company, Philadelphia, Pa.—Incor- 
porated in Pennsylvania to deal in investment securities. 
Capital stock, $2,000,000. Among the incorporators are: 
W. P. Bonbright & Company, New York, holding nine- 
tenths of the stock; Starling W. Childs, Samuel M. Clement, 
Jr, A. D. Grange, Walter H. Lippincott, John C, Lowry, 
Charles H. Luddington, Fred W. Stehr, Morris W. Stroud, 
Morris W. Stroud, Jr., Joseph B. Townsend, Jr., and Charl- 
ton Yarnall. 


Spartanburg & Glenn Springs Railroad, Spartanburg, 
S. C.—Chartered in South Carolina to build a r4-mile elec- 
tric railway from Spartanburg to Glenn Springs via Cedar 
Springs, Stone Station and White Stone. Initial capital 
stock, $100,000, to be increased to $250,000. Incorporators: 
J. B. Lee, J. T. Harris, N. F. Walker, W. H. Herring, A. M. 
Law, F. H. Knox, F. L. Liles and J. Wright Nash. ioe Re 
Jee be co, 12") 

FRANCHISES 


Mesa, Ariz.—The Salt River Valley Electric Railway, 
Phoenix, has asked the City Council for a franchise in Mesa. 
The line will connect Phoenix, Scottsdale, Tempe, Mesa, 
Chandler, Alhambra, Glendale and Peoria, a distance of 60 
miles. : F. M. Winter, Phoenix, president. [E. R. J., Jan. 
Zoom: 
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Pomona, Cal.—The Ontario & San Antonio Heights 
Railroad, Ontario, has asked the Board of Trade for a 
franchise in Pomona. 

Santa Barbara, Cal.—George A. Batchelder, Menlo Park, 
and George I. Cochran have asked the City Council for a 
forty-five year franchise in Santa Barbara as part of a plan 
for the complete reconstruction of the Santa Barbara Con- 
solidated Street Railway. The intention is to double track 
State Street, lay new rails on all lines and extend sev- 
eral of them. 

*Miami, Fla—A. A. Boggs, representing the East Florida 
Traction Company, has asked for a franchise in Miami. 

New St. Augustine, Fla—The St. John’s Light & Power 
Company, St. Augustine, has asked the County Commis- 
sioners for a franchise to extend its line to New St. Augus- 
tine. 

Tampa, Fla—The Tampa & Gulf Coast Railway will ask 
the City Council for a franchise to enter Tampa at the 
northern boundary on Twelfth Street, thence in a south- 
westerly direction to the union station. Gasoline motor 
cars will be operated. 

Hillsboro, Ill.—J. J. Frey and Frank H. Brown, of the 
Hillsboro Electric Light & Power Company, have asked the 
City Council for a franchise to build an electric railway to 
Taylor Springs, an industrial suburb of Hillsboro. The 
petition will be passed upon by voters of the city. [E. R. J., 
Dec: 320, Li] 

Lynnville, Ind—The Evansville, 
Railway, Evansville, has received a franchise from the 
Board of Town Trustees in Lynnville. The company will 
ask for a franchise in Chrisney. Work will be begun at 
once on the preliminary surveys. The line will connect 
Evansville, Chrisney, Lynnville and Boonville. J. P. Chris- 
ney is interested. [E. R. J., Feb. 3, ’12.] 

*Muscatine, Ia.—The Federal Construction Company has 
asked the City Council for a franchise to build a 10-mile 


Chrisney & Eastern 


. electric railway in Muscatine. 


Henderson, Ky.—The Evansville, Henderson & Owens- 
boro Traction Company, Evansville, has received a fran- 
chise from the Fiscal Court for an interurban railway be- 
tween Henderson and Evansville. The line will extend 
from Evansville, Ind., to Henderson, Ky., with a branch to 
Owensboro, via Zion, Hebbardsville, Curdsville and Sorgho. 
W. A. Carson, general manager. [E. R. J., Feb. 10, ’12.] 


Baton Rouge, La.—N. Dougherty, O. B. Steel and Eugene 
Cazeddus have asked the City Council for a franchise for 
a 7-mile electric railway to extend north and south across 
Baton Rouge. 


Brandon, Man.—It is reported that James D. McGregor, 
Brandon, will receive a franchise from the Municipal Coun- 
cil to build an electric railway in Brandon. [E. R. J., Apr. 
2 ea cl 

Winchendon, Mass.—The Templeton Street Railway has 
received a franchise from the Selectmen in Winchendon. 
The company plans to build an extension from Baldwin- 
ville to Winchendon. 

‘Worcester, Mass.—The Worcester Consolidated Street 
Railway has asked the Board of Aldermen for a franchise 
on Myrtle Street, from Southbridge Street, to connect with 
the company’s proposed new freight house in Worcester. 

Brooklyn, N. Y.—The Public Service Commission, First 
District, has been asked by the Brooklyn & North River 
Railroad for a certificate of public convenience and neces- 
sity over the Manhattan Bridge. 

Palatine, N. Y.—The Little Falls & Johnstown Electric 
Railway has asked the Town Board for a franchise to build 
a double track line in Palatine. This line will connect Lit- 
tle Falls, St. Johnsville, Ephratah and Johnstown, J. L, 
Flees, president. [E. R. J., Feb. 17, ’12.] ‘oie 

Berlin, Ont.—The Berlin & Bridgeport Electric Street 
Railway will ask the provincial government for authority 
to extend its line to Elora, Ont. i 

Toronto, Ont.—The Toronto Suburban Street Railway 
will ask the provincial government for authority to con- 
struct a railway from a point on its Toronto-Hamilton line 


in Toronto to Brampton and thence easterly and southerly 
back to Davenport. 
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Coraopolis, Pa—The Coraopolis & Woodlawn Inter- 
urban Railway has received permission from the County 
Commissioners to build its line on the Narrows Run Road 
from Coraopolis to the Beaver County line. This 10-mile 
electric railway will connect Coraopolis and Woodland via 
Stoops Ferry, Glen Willard and Scottsville. E. Co Dith-= 
tich, Coraopolis, president. [E. R. J. Feb. 3, *2a,] 

McKeesport, Pa—The Pittsburgh, McKeesport & West- 
moreland Railway plans to complete its final link between 
McKeesport and Irwin and is making another effort to get 
the right-of-way over the State Road from Robinson Street 
to Fifth Avenue, McKeesport, with the intention of using 
the tracks of the Pittsburgh Railways along Fifth Avenue 
to Market Street. An ordinance providing for the grant of 
franchises over this route will be presented to McKeesport 
City Council. 


TRACK AND ROADWAY 


Birmingham (Ala.) Railway, Light & Power Company.— 
Plans are being made by this company for a I-mile exten- 
sion from Birmingham to Irondale. 

*Decatur Ala.—lIt is reported that F. F, Tidwell, B. F. 
Holmes and T. M. Dix are considering plans to build an 
electric railway between Decatur and Huntsville. 


San Diego & El Cajon Valley Interurban Railway, San 
Diego, Cal— Negotiations are about to be closed whereby 
New York and Los Angeles capital will build this line 
within the next few weeks. Grading has been completed 
and right-of-way secured from San Diego to La Mesa 
Springs, a distance of 12 miles. Plans are being made to 
erect three bridges along the route before track laying is 
begun. 

Vallejo & Northern Railway, Vallejo, Cal—Surveys have 
been made and right-of-way is being obtained by this com- 
pany from Winters to Sacramento on the east and Vallejo 
on the south. 


Boulder Electric Light & Power Company, Boulder, Col. 
—On Feb. 22 this company placed in operation its extension 
in North Boulder. 


Meriden, Middletown & Guilford Railway, Meriden, 
Conn.—This company has decided to begin work this 
spring on the section of its line between Middlefield and 
Durham, a distance of about 5 miles. This is part of a plan 
to build a 20-mile railway between Meriden, Middletown 
and Guilford. Francis Atwater, Meriden, president. [E. 
R. J., Feb. 18, ’12.] 

Wilmington, New Castle & Southern Railway, New Cas- 
tle, Del—Work has been begun by this company on its 
new route from Front Street and Market Street in Wil- 
mington to the city line along the causeway, where the line 
will continue on to New Castle. 


Suburban Railroad, Chicago, Ill—lIf financial arrange- 
ments can be made, this company will build 6 miles of track 
through Berwyn and Lyons during 1912. 

Hillsboro (Ill.) Railway.—This’ company will begin con- 
struction on its line between Hillsboro and Taylor Springs 
as soon as it has received a franchise from the Council in 
Hillsboro. The company will purchase the Sangamon Val- 
ley Railway, which extends from the business district of 
Hillsboro to the depot, a distance of 1%4 miles. The com- 
pany will furnish power for lighting purposes and will op- 
erate three cars. Its power house and repair shops will 
be located in Hillsboro. Capital stock authorized, $250,000; 
issued, $100,000. Bonds authorized, $100,000. Officers: 
J. J. Frey, president and general manager; B. H. Walcher, 
secretary; C. A. Ramsey, treasurer; J. E. Strausbaugh, 
superintendent and electric engineer; E. Brown, purchasing 
agent, and Jesse L. Best, chief engineer, all of Hillsboro. 
[eee ee eR ¥7, °12:) 

Woodstock & Sycamore Traction Company, Sycamore, 
Ill.—This company plans to build a 12-mile extension be- 
tween Marengo and Woodstock. 

Marion, Bluffton & Eastern Traction Company, Bluffton, 
Ind.—It is reported that this company contemplates the 
construction of a 20-mile extension this spring. 


Evansville & Southern Indiana Traction Company, Evans- 
ville, Ind—About % mile of track will be built by this com- 
pany during the year. © 
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Davenport-Muscatine 


Railway, Davenport, Ia.—Work 
1as 


been resumed by this company on its line between 
Davenport and Muscatine, a distance of about 30 miles, 
J. E. Porter, Davenport, president. 

Ft. Dodge, Des Moines & Southern Railway, Ft. Dodge, 
Ta.— Phis company plans to spend $100,000 on improvements 
during the year. As soon as the weather permits, the com- 
pany will build a new steel viaduct over the Des Moines 
River north of Boone. Material has been purchased. The 
company will also straighten several curves along its route 
and will place in operation about Apr. 1 its new line in Des 
Moines. 

Towa City Electric Railway, Iowa City, Ia—About 2 
miles of new track will be built by this company in Iowa 
City during 1912, 

Covington, Big Bone & Carrollton Traction Company, 
Covington, Ky.—Capital is now being raised in Covington 
by this company to bear that city’s share in backing an 
electric line which is to be constructed in the near future 
from Ghent, Warsaw and Carrollton, Ky., through to 
Covington, which is directly across the Ohio River from 
Cincinnati Ohio, G. W. Anderson is interested. [ E. R. 
JS epbakoe mits] 

*Harned, Ky.—Eastern capitalists are reported to be se- 
curing options for the right of way for an electric railway 
line between Cecilian and Harned, Ky., tapping a section 
in Breckinridge and Hardin counties. M. N. Cralle, Vert- 
rees, Ky., is keeping in touch with the project locally. 

Louisville (Ky.) Railway.—This company has announced 
that it will not take up, for the time at least, the project 
of extending the Fern Creek, division of its suburban serv- 
ice to Mount Washington, a distance of 8 miles. 

United Water, Light & Traction Company, Somerset, 
Ky.—Work will be begun at once by this company on its 
extension to the Queen & Crescent Railroad’s repair shops 
out of Somerset. 

Nahant & Lynn Street Railway, Lynn, Mass.—This com- 
pany plans to construct %4 mile of track during 1912. 

Detroit, Lansing & Grand Rapids Railway, Detroit, Mich. 
—Surveys have been completed and right-of-way obtained 
on the eastern division of this line between Detroit and 
Grand Rapids. It is expected to begin construction in the 
near future. That is part of a plan to build a 135-mile elec- 
tric railway from Detroit to Grand Rapids, via Lansing. 
Le eeWate2n Sarr] hie 

Gulfport & Mississippi Coast Traction Company, Gulf- 
port, Miss.—This company will construct 3 miles of track 
during 1912. 

Jackson Railway & Light Company, Jackson, Miss.—This 
company has placed in operation its new Gallatin Street 
line. 

Metropolitan Street Railway, Kansas City, Mo.—This 
company will rebuild at once the roadbed of its Troost 
Avenue line from Forty-first Street to Forty-seventh Street 
in Kansas City. 

Missoula (Mont.) Street Railway—This company will 
rebuild about 14 miles of track in Missoula. 

New Jersey & Pennsylvania Traction Company, Trenton, 
N, J.—It is reported that this company intends to carry out 
very important construction work at once. 

Utica & Mohawk Valley Railway, Utica, N. Y.—This 
company will extend its line on West Dominick Street, 
Rome, about %4 mile during the year. 

*Wappingers Falls, N. Y.—John O’Farrell, A. S. Pea- 
cock, E. Lyman Brown, Edward Drake and George Wood 
are considering plans to build an electric railway to con- 
nect Wappingers Falls and New Hamburgh and possibly 
the Fishkill villages. 

Coshocton (Ohio) Street Railway.—Plans are being made 
by this company to begin construction in the spring on 
its 20-mile railway between Coshocton, West La Fayette, 
Conesville, Denison, New Philadelphia, Zanesville and 
Newcomerstown. The company will operate ten storage 
battery cars. The repair shops will be located in Coshoc- 
ton. Capital stock authorized will probably be $50,000. 
J. Hanlon, Coshocton, chief engineer. W. C. Swift, Cos- 
hocton, is interested. [E. R. J., Feb. 10, ’12.] 
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Lake Erie & Northern Railway, Brantford, Ont.—This 
company has asked the Dominion government for a sub- 
sidy for the construction of its line from Brantford to Port 
Dover. W. P. Kellett, Brantford, general manager. [E. R. 
Jes MSDE UCR He) 

Ottawa (Ont.) Electric Railway.--It is reported that N. 
J. Ker is preparing plans for this company for the con- 
struction of a 6%4-mile extension. 


Oregon Electric Railway, Portland, Ore-—This company 
has awarded a contract for the construction of a 2-mile 
section of its line from Albany to the Copenhagen Brothers, 
Salem. 


Corry & Columbus Street Railway, Corry, Pa.—During 
r912 this company will construct 3 miles of city track, also 
tr miles of interurban track from Corry to Union City, Pa. 


*Pottstown, Pa.—Plans are being considered to build an 
electric line between Trappe and Royersford, to connect 
at Trappe with the lines of the Schuylkill Valley Traction 
Company’s line to Chestnut Hill and Pottstown. 


Scranton (Pa.) Railway.—This company plans to build 
3 miles of new track during 1012. 


Waynesburg & Blacksburg Street Railway, Waynesburg, 
Pa.—Work on this company’s line south of Waynesburg is 
being pushed to completion and as soon as this work is 
finished the company will begin the construction of the 
line north of Waynesburg. It has been decided to enter 
Pittsburgh from Bridgeville over the Wabash road. Right- 
of-way has been secured by the company north of Waynes- 
burg. 

Greenville, Spartanburg & Anderson Railway, Anderson, 
S. C.—Work has been begun by this company laying rails 
on the several routes of this line entering Anderson. 


Sioux Falls & Southern Minnesota Traction Company, 
Pierre, S. D—A committee has been appointed in Luverne 
to sell the stock of this company, which proposes to build 
a 110-mile electric railway between Worthington, Luverne 
and Albert Lea, Minn., and Sioux Faljs, S.D. G. P. Peter- 
son, Pierre, S: D), is interested. [HQuR. J., Feb. 3, 7124] 


*Adams, Tenn.—Private subscriptions of $8,000 or more 
have been received from the citizens of Adams, Tenn., to 
be applied in financing the extension of an interurban elec- 
tric railway from Allens, Ky., through Adams to Ashland 
City, Tenn. J. J. Hendrickson, Adams, is president of the 
company which will make the extension. 


Chattanooga Railway & Light Company, Chattanooga, 
Tenn.—This company, and not the Chattanooga Traction 
Company, will build the line up Lookout Mountain, accord- 
ing to an agreement which has been reached between the 
two companies. 


Northern Texas Traction Company, Fort Worth, Texas. 
—Approximately 32 miles of interurban track will be built 
by this company during 1912 between Fort Worth and 
Cleburne. 


Tyler, Tex.—It is reported that construction will soon be 
begun on the proposed electric railway in Tyler. Thomas 
O’Hara, Tyler, president. [E. R. J., Jan. 6, ’12.] 


Richmond & Henrico Railway, Richmond, Va.—This 
company plans to build 20 miles of new track during 1912 in 
Henrico County. : 


Richmond, Urbanna & Peninsula Railway, Richmond, 
Va.—This company, which proposes to purchase the Seven 
Pines line of the Virginia Railway & Power Company and 
build from Seven Pines to the Pamunkey River, about 15 
miles, has obtained amendments to its charter permitting it 
to do further construction thus: West Point to Urbanna, 
about 16 miles; branch: from Urbanna to Mathews Court 
House or points on Chesapeake or Mob Jack Bays, about 30 
miles; Saluda to some point on the Chesapeake Bay be- 
tween the Rappahannock and the Piankatank Rivers, about 
20 miles; from a point on the West Point-Urbanna line to 


Richmond, about 50 miles. John C. Robertson, Chester- 
field, president. [E. R. J., Nov. 5, ‘10.] 
Washington-Oregon Corporation, Vancouver, Wash.— 


This company will build a line from Vancouver to Puget 
Sound, via Chehalis, Centralia and Olympia. The power 
rights held by the Western Electric Company, a subsidiary 
company, will be utilized on the Lewis River. : 
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SHOPS AND BUILDINGS 


Arkansas Valley Interurban Railway, Little Rock, Ark.— 
This company has begun work on its new freight station on 
First Street in Little Rock. The structure will be 20 ie oe 
4o ft. and of brick construction. 

Tampa (Fla.) Electric Company.—This company has 
opened its new carhouses at Seventh Avenue and Hillsbor- 
ough River in Tampa. 

Elmira Water, Light & Railroad Company, Elmira, Neayc 
—Plans are being made by this company to build a new 
carhouse in the spring. The structure will be of brick and 
will be located on the site of the present building, which 
will be razed. 

Ohio Electric Railway, Cincinnati, Ohio.—Plans and 
specifications have been made by this company for the con- 
struction of a new general freight house in Dayton. The 
structure will be 271 ft. x 37 ft., one story and of brick con- 
struction. 

Rhode Island Company, Providence, R. I.—This company 
has awarded the contract for its new carhouse in Cranston 
to William H. Hamlyn & Son, Providence. 

Greenville, Spartanburg & Anderson Railway, Anderson, 
S. C.—This company will soon award a contract for the 
construction of its new passenger station in Anderson. 
The company’s new freight station will soon be built by the 
Gude Construction Company in Anderson. 

Virginia Railway & Power Company, Richmond, Va.— 
This company will award contracts to build a new carhouse 
and repair shops in Norfolk. Plans have not yet been com- 
pleted. 

Wheeling (W. Va.) Traction Company.—A new carhouse 
will be built by this company in Glenova. The structure 
Will) De iesie tees as te 


POWER HOUSES AND SUBSTATIONS 


Bristol & Plainville Tramway, Bristol, Comn.—This com- 
pany’s new power plant in Bristol is ‘nearimg completion. 
The old plant will be discarded as soon as.the new one is 
placed in operation. Two 1,000-kw turbo-generators have 
been installed. 

Bowling Green (Ky.) Railway.—The power plant of this 
company is to be improved through the installation of a 
300-hp boiler, according to the terms of a contract re- 
cently awarded the Henry Vogt Machine Company, Louis- 
ville, by the Kentucky Public Service Company, which 
recently acquired the Bowling Green property. 

Springfield (Mo.) Traction Company.—The Ozark Power 
& Water Company has contracted jointly with the Spring- 
field Gas & Electric Company and the Springfield Traction 
Company to furnish their power in the city of Spring- 
fieid for a period of twenty-five years. Under the terms of 
this contract the right has been reserved to sell power to 
the large shops of the Frisco System and to the city water 
works of Springfield. 


Public Service Railway, Newark, N. J.—This company 
has placed orders with the General Electric Company for 
one 9000-kw, 13,200-volt, three-phase, twenty-five-cycle 
turbo-generator, three 2000-kw, twenty-five-cycle rotaries, 
two 1000-kw, sixty-cycle rotaries, and a miscellaneous 
equipment of transformers, automatic regulators, etc. It 
has also ordered one 2500-kva, 11,000-volt, sixty-cycle turbo- 
generator and one 1000-kw, sixty-cycle rotary from the 
Westinghouse Electric & Manufacturing Company. 

Whatcom County Railway & Light Company, Belling- 
ham, Wash.—In order to obtain power for the operation of 
cars on the Bellingham-Skagit interurban line, which will 
be completed by July 1 of this year, the Whatcom County 
Railway & Light Company has contracted with the British 
Columbia Electric Company for that company to furnish 
current to the local system from its power plant at Stave 
Lake, in British Columbia. 


Ohio Valley Electric Railway, Huntington, W. Va.—This 
company, a subsidiary of the American Railways, has con- 
tracted with the Wheeler Condenser & Engineering Com- 
pany for the installation of condensing apparatus in its 
power plant at Kenova, W. Va., to include a jet condenser 
for a 1,500-kw and a 2,000-kw steam turbine, a rotary dry 
vacuum pump and a 1oo-hp centrifugal pump. : 
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Manufactures and Supplies 


ROLLING STOCK 


Shreveport (La.) Traction Company has ordered four 
Brill 39-E trucks from The J. G. Brill Company. 

Illinois Central Electric Railway, Canton, Ill., expects to 
purchase one motor car and three trail cars during 1912. 

Cleveland (Ohio) Railway is reported to have ordered 
100 trailers from the G. C. Kuhlman Car Company. 

County Traction Company, Chicago, Ill., has ordered 
twenty double-truck cars from the MeGuire-Cummings Car 
Company. 

Gulfport & ‘Mississippi Coast Traction Company, Gulf- 
port, Miss., will probably purchase three or four cars dur- 
ing 1912. 

Conestoga Traction Company, Lancaster, Pa., has or- 
dered four ten-bench open car bodies from The J. G. Brill 
Company. 

Birmingham (Ala.) Railway, Light & Power Company 
has ordered twenty-four Brill 53-D trail trucks from The 
J. G. Brill Company. 


New Orleans Railway & Light Company, New Orleans, 
La., has ordered twenty-eight Brill 39-E trucks from The 
J. G. Brill Company. 

Charlotte (N. C.) Electric Railway, Light & Power Com- 
pany has ordered four 35-ft. pay-within from the 
Southern Car Company. 

Public Service Railway, Newark, N. J., has ordered 100 
cars from the Cincinnati Car Company. It is aiso building 
fifty cars in its own shops. 

Lehigh Valley Transit Company, Allentown, Pa., has 
ordered four 30-it. I-in. convertible pay-within car bodies 
from The J. G. Brill Company. 


Dallas (Tex.) Electric Corporation has ordered thirteen 
cars from the St. Louis Car Company, through Wendell & 
MacDuffie, New York, N. Y. 

Savannah (Ga.) Electric Company has ordered nine 
cars from the St. Louis Car Company, through Wendell & 
MacDuffie, New York, N. Y. 

People’s Railway, Wilmington, Del., has ordered ten 
22-ft. closed car bodies from the Cincinnati Car Company, 
through W. R. Kerschner, New York, N. Y. 

Trenton & Mercer County Traction Company, Trenton, 
N. J., has ordered ten cars from the St. Louis Car Com- 
pany, through Wendell & MacDuffie, New York, N. Y. 

Sand Springs (Okla.) Interurban Railway has ordered 
two 50-ft. closed pay-as-you-enter cars from the American 
Car Company. They will be equipped with Westinghouse 
No. 306 motors. 

Ohio Electric Railway, Cincinnati, Ohio, has ordered 
six quadruple equipments of No. 303-A motors with type 
HL USG control from the Westinghouse Electric & Manu- 
facturing Company. 

Northern Ohio Traction & Light Company, Akron, Ohio, 


cars 


has ordered fourteen double equipments of No. 1o1-B-2 
motors with K-28-B controllers from the Westinghouse 


Electric & Manufacturing Company. 

Macon Railway & Light Company, Macon, Ga., r ported 
in the Erecrric Ratway Journa of Jan. 6, 1912, as having 
ordered six closed prepayment cars from the St. Louis Car 
Company, has specified the following details for this equip 
ment: 
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Seating Capacity...0.s->-- 44 Car trimmings......St. Louis 
Weight (car body only), GOUDLETS. esc tafees ee Dt. LOUIS 
17,000 lb. Curtain fixtures...Cur. S. Co. 

Bolster centers, length, Curtain material... Pantasote 
23 ft.2in. Destination signs. ,. St. Lotis 


Length of body.. ..30 ft. 8 in. 
Length over vestibule, 
43 ft. 8 in 
Width over sills. .7ft. 11% in. 
Width over posts..8 ft. 2 in. 
Height, rail to sills, 
32 11/16 in, 
Sill to trolley base. .8 ft. 6 in. 


(OO i a hae Or OUUS 
Hand brakes, 


St. Louis & Nat. 


Headlights et tr iexe-s Us 5: 
Jénenal boxes. ..... St. Louis 
US io) Por tos RAO © Ge tn uO ee GE-219 
Matonsiesis etic cows inside hung 
Sanders. o/erneaia a St. Louis 
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Body reqerereses.. Semu-stee]l Sash fixtures....... St. Louis 
Interior EDU Niu ope esene as Cherry Seats stvles. ote outs 
Headlining AAR RE) Ce, Agasote Seating material ......rattan 
Root ryeeseeees...turtleback Step treads ........ Universal 
Underframe hermes veteel Urucks....St. Lomis-oo single 
Axles......A, E.R. A. stand. Ventilators ........St. Louis 
TRADE NOTES 


Chicago Pneumatic Tool Company, Chicago, Ill, has 
elected E. M. Richardson a director to 
Wrenn. 

‘Railway Improvement Company, New York, N. Y., has 

taken over the Hedley anti-climber formerly handled by 
the Whipple Supply Company. 
; Gellos Railway Signal Company, Chicago, Ill., has been 
incorporated with capital stock of $50,000 to do a general 
manufacturing business. The incorporators are Anatol 
Gollos, Gugal Morrison, and Oliver Hamerrsley. 


Industrial Supply & Equipment Company, Philadelphia, 
Pa., has taken over the Manhattan Railway Supply Com- 
pany, New York, manufacturer of standard rail joints, step 
or compromise joints, and other maintenance of way spe- 
cialties, 

A. L. Whipple has dissolved the Whipple Supply Com- 
pany and has become associated with the Ward Equip- 
ment Company, New York, N. Y., manufacturer of heating 
apparatus for steam railway cars and ventilating systems 
for steam‘ road and electric interurban railway cars. 


QM S Company, Plainfield, N. J., is building at its fac- 
tory three of its car wheel grinders for the’ British Colum- 
bia Electric Railway, Vancouver, B. C., the New York & 
Stamford Railway, Port Chester, N. Y., and the Bangor 
Railway & Electric Company, Bangor, Maine, respectively. 


Horatio A. Foster has become connected with J. G. 
White & Company, Inc., New York, N. Y. Mr. Foster has 
been associated for the last two or three years with B. J. 
Arnold and has assisted Mr. Arnold in appraising electric 
properties in Pittsburgh, Detroit and other cities. 


General Electric Company, Schenectady, N. Y., plans to 
erect two buildings at its plant at Pittsfield, Mass., to cost 
$250,000. One is to be a storehouse and machine shop, 
125 x'375 ft. in area, to be located on Tyler Street, to cost 
$100,000, and the second building is to be erected on Wood- 
lawn Avenue. 


H. B. Auchey, Philadelphia, Pa., and his associates in the 
corporation which owned Chestnut Hill Park, Philadelphia, 
Pa., have sold the site of the park in Chestnut Hill, Phila- 
delphia, to a syndicate of residents of that place, and the 
park corporation will remove the buildings and amusements 
other than the casino and demolish them or sell them for 
re-erection elsewhere. 


succeed Oliver 


G. A. Trube, who has been associated with the British 
Westinghouse Company in England for the last ten years, 
has resigned his position and has gone to Paris, where he 
will assume the duties of manager of the Société Anonyme 
Westinghouse, with head office at 7 rue de Berlin and 
works at Le Havre. Mr. Trube was best known in Eng- 
land ds being associated with the electric brake depart- 
ment of the Westinghouse interests, but at the time of his 
resignation he was acting as manager of the engine sales 
department. 


Automatic Register Company, East St. Louis, Ill., an- 
nounces that its president, Adolphus D, Branham, has in- 
vented an automatic cash fare recorder which will record 
the fares collected at the auditor’s office as well as on the 
car. The invention is said to make use of a combination 
of cog wheels and several induction coils, called an impulse 
gatherer and transmitter, whereby the number of fares 
recorded on the moving car is transmitted over the trolley 
wire to the auditor’s office. A block system is provided 
to prevent simultaneous sending by more than one car 
within a given zone. 

Western Electric Company, New York, N. Y., has re- 
ceived an order from the Greenville, Spartanburg & An- 
derson Railway for selector and selectively operated sem- 
aphore equipment for 58 miles of line and nineteen stations. 
The company has also received an order from the Pied- 
mont Traction Company, which is equipping 24 miles of 
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line with both selector and selectively operated semaphore 
equipment. Among the steam railroads which have re- 
cently ordered telephone train-dispatching equipments from 
the Western Electric Company are the Central of Georgia 
Railroad, Florida East Coast Railroad, Atlanta & West 
Point Railroad and the: Gulf, Florida & Alabama Railroad. 


Standard Coupler Company, New York, N. Y., has ap- 
pointed George A. Post, Jr., its Western sales manager, 
with office in Chicago, to succeed Charles D. Jenks resigned. 
Mr. Post was graduated from Cornell University with the 
degree of M. E. in 1905. He began work in the Westing- 
house Machine Company’s works in Wilmerding, Pa., and 
then was in its New York sales office for a year and a 
half, after which he entered the employ of the Standard 
Coupler Company in its sales department. Upon the organ- 
ization of the Railway Business Association he was ap- 
pointed assistant to the president, which position he held 
for two years. A year ago he returned to the service of 
the Standard Coupler Company as Eastern sales manager. 


Barber Car Company, York, Pa., has begun the con- 
struction of gasoline electric motor cars and is now build- 
ing four cars on order. The general external appearance 
of the car and interior arrangement of the car body are not 
greatly different those those of the standard Barber trolley 
car, and the car is mounted on a Barber truck and under- 
frame in which the weight is supported by elliptical springs 
mounted at the centers of the truck end pieces and side 
pieces instead of at the ends of the side pieces. The truck 
is equipped with a four-cylinder internal combustion engine, 
operating at 600 r.p.m. and direct connected to a 250-volt 
generator which drives the two motors. on the axles. The 
entire car seats forty passengers and weighs less than 14 
tons. 


Westinghouse Electric & Manufacturing Company, Pitts- 
burgh, Pa., has received an order from the Long Island 
Railroad for the following equipment: Two 1500-kw, 375- 
r.p.m., 600-volt, 25-cycle direct-current, commutating-pole 
rotary converters, with six 550-kva, 33.000-volt oil-insulated, 
self-cooled primary transformers; one 2000-kw, 250-r.p.m., 
25-cycle rotary converter, with commutating poles, and 
three 750-kva, 33,000-volt single-phase, oil-insulated, self- 
cooled transformers; one 2000-kw, 187'%4-r.p.m. rotary con- 
verter with non-commutating poles of same rating as the 
one described above, with three 750-kva, 11,000-volt primary, 
single-phase air-blast transformers. This equipment is to 
be used to take care of additional load on the existing lines 
of the railroad company. 


Vulcan Engineering Sales Company, Chicago, Ill., has 
been organized and incorporated with offices in the Fisher 
Building, Chicago, Ill, and 30 Church Street, New York, 
N. Y. The company controls the entire product and will 
handle all sales of the Q M S Company, Plainfield, N. J., 
the Hanna Engineering Works, Chicago, and the Mum- 
ford Molding Machine Company, Plainfield, N. J. Further 
factory arrangements are under way and the Vulcan com- 
pany will own and manufacture a number of railway special 
tools and equipment for shop and maintenance departments. 
The officers are F. K. Gilbert, president, formerly vice- 
president of the Buda Ccmpany, and P. W. Gates, secre- 
tary and treasurer, now president of the Hanna Engineer- 
ing Works, formerly president of the Gates Iron Works. 
E. H. Mumford, now vice-president and general manager 
of the Mumford Molding Machine Company, will continue 
in the same position and duties as heretofore. William L. 
Laib, vice-president and secretary of the Hanna Engineer- 
ing Works, will continue in his present position with that 
company. 


Pressed Steel Car Company, Pittsburgh, Pa., has made 
public its report for the fiscal year ended Dec. 31, tort. 
Gross sales for the year amounted to $11,331,064. The 
net profits derived from all sources were $892,836. F. N, 
Hoffstot, president of the company, wrote on Feb. 21, rorg2, 
that during the year the company expended $283.572 on 
improvements and betterments. Eleven patents were 
granted during the year, twenty-two applications are still 
pending and several more are in course of preparation, 
The volume of business turned out by the passenger de- 
partment during the year was almost as great as the pre- 
vious year. With the orders on the books at the close 
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of the year and the outlook for new business, this depart- 
ment should be able to make the best showing it has ever 
made. In regard to the affairs of the Western Steel Car & 
Foundry Company, which is owned by the Pressed Steel 
Car Company, Mr. Hoffstot says the new steel car shop 
at Hegewisch, Ill, will be completed early in 1912. During 
the year some cars were built and a large number repaired. 
Considerable business has been booked for 1912 which will 
insure a fair margin of profit. 


ADVERTISING LITERATURE 


Combustion Appliances Company, Chicago, IIl., has issued 
a booklet entitled “How to Stop Fuel Wastes.” 


Railway Improvement Company, New York, N. Y., has 
issued a booklet illustrating Rico sanitary handstraps. 


Max Machine Company, Clinton, Mass., is mailing a folder 
which illustrates the Max combination harp and bushing, 


Zelnicker Crayon Works, St. Louis, Mo., has issued a 
booklet which describes its complete line of lumber crayons. 


MacGovern & Company, New York, N. Y., has issued a 
catalog of second-hand electrical and steam machinery, 
cars, car equipments, etc. 

American Creosoting Company, New York, N. Y., has 
issued a booklet which explains the many uses to which 
creosoted wood blocks are adapted. 

Westinghouse Electric & Manufacturing Company, Pitts- 
burgh, Pa., has issued folder No. 4202, which illustrates 
and describes the new type of Westinghouse metallic flame 
arc headlight. 

Corrugated Bar Company, Buffalo, N. Y., has recently 
issued five. catalogs as follows: “Useful Data on Corr- 
Products,” “Corr-Tile Floors,’ “Corr-Plate Floors,” “Corr- 
Mesh,” and “Corr-Bar-O Waterproofing Products.” 


Boonton Rubber Manufacturing Company, Boonton, N. J., 
has issued a folder, “Boonton Bakelite,” devoted to a de- 
scription of a type of interlocking relay used on railway 
signaling apparatus in which the magnet support is made 
of Boonton bakelite. 


Chicago Pneumatic Tool Company, Chicago, Ill, has 
issued Catalog No. 38, in which its model D Little Giant 
commercial car is described and illustrated. Bulletin E-19 
describes universal electric drills operating on direct or 
alternating current, and Bulletin E-20 describes a new line 
of electric drills for heavy duty. 


Coogan Engineering Company, Milwaukee, Wis., has 
published a four-page pamphlet which illustrates and de- 
scribes the hot-water heating system installed by this com- 
pany for the shops and carhouses of the Utah Light & 
Railway Company, Salt Lake City, Utah. The publication 
includes a commendatory letter on this heating equipment 
from the management of the railway company. _ 


Eclipse Railway Supply Company, Cleveland, Ohio, is 
mailing a circular in which attention is called to the Acme 
fender which was awarded the highest rating, 81.9 per cent, 
in ithe recent tests of fenders and wheel guards in St. Louis, 
Mo, Another circular illustrates the Eclipse lifeguard. 
The company has also issued a booklet which describes 


and illustrates the Eclipse lifeguard, Eclipse wheelguard 
and the Acme fender. 


NEW PUBLICATION 


Grundlagen der Zugférderung (Fundamental Data for 
Train Propulsion). By Dr. Arthur Hruschka. Published 
by R. Oldenbourg, Munich, Germany. Paper bound, 36 
pages, Price, 1.50 marks (37% cents). 

The author, who is a well-known engineer and an official 
of the Austro-Hungarian railway ministry, describes the 
preliminary engineering studies made by this body to de- 
termine the advisability of electrifying about 660 miles 
(single track) of steam railroads. The introductory chap- 
ter includes a map. The following chapters consider the 
relations between speed, acceleration. braking, grade and 
curve characteristics and various friction and resistance 
factors, tractive effort, maximum train and locomotive 
loads, power requirements for ordinary and extraordinary 
track conditions and possible maximum outputs. 


